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TRAFFIC WORLD INDEX 

The index for Volume 39 of The Traffic World, 
for the six months’ period from January to June, inclu- 
sive, 1927, will be mailed to subscribers with the July 9 
number. It should be preserved and bound with the 
copies of the magazine. The volume is of 1672 pages, 
the largest ever issued, with two exceptions, one of 
which was the same size and the other of which— 
January to June, 1926—was somewhat larger, owing to 
the fact that Congress was in session more of the time. 


THAT MIDDLE WEST PROGRAM 

The Chicago Tribune persists in carrying, in its 
middle west program at its masthead, a plank declaring 
for purchase of western railroads by western investors— 
without a correlated plank declaring for a policy that 
will mean adequate revenue for western railroads; a 
plank for a nine-foot waterway to New Orleans—with- 
out insisting that an adequate traffic demand for such 
a waterway be shown and that those who would use 
it pay for the privilege; and a plank for a highway 
system adequate at all points to the demands of traffic— 
without here, also, demanding that common carrier 
users of such highways pay, as such, for their use. We 
have previously pointed out, not only the general eco- 
nomic wisdom of the suggested additions to the 
Tribune’s program, but the folly and inconsistency of 
urging the public to buy western railroad stock except 
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under such conditions. We have called the attention 
of the Tribune to our suggestions without change in 
its program. We are not offended on that account but 
we are nevertheless convinced that the Tribune’s plat- 
form is mere “bushwa” contrived to capture the fancy 
of the ignorant and without any desire or effort to be 
economically sound. Brisbane, himself, might be proud 
of it. 


SHIPPING BOARD POLICIES 


The controversy between W. H. Chandler, of New 
York, and President Dalton, of the Fleet Corporation, 
as to the policy of the U. S. Shipping Board with re- 
spect to goods shipped in fiber board and veneer con- 
tainers is an illustration of the difficulty of doing 
business with the government. The government just 
isn’t fit to conduct business even when the executive 
personnel is disposed to be reasonable. The mess is 
doubly disagreeable when this disposition is absent, as 
it generally is where the Shipping Board is concerned. 
Not only is a certain amount of transacting shipping 
business with the government necessary, even on the 
theory that the government is supposed to get out of 
the business as soon as it can, but there are increasing 
indications, despite the protestations of Chairman 
O’Connor, that it does not propose to do anything of 
the sort. Constantly and continually, proposals from 
Shipping Board and Congressional sources look toward 
continued government ownership and operation of a 
merchant marine in spite of the merchant marine act 
of 1920. The situation here is much as it is with re- 
spect to the Mississippi-Warrior Barge Line, which is 
supposed to be an experiment for the purpose of demon- 
strating to private capital what can be done in such 
service, but which has developed into a permanent 
government activity. 

With respect to the merchant marine and the Ship- 
ping Board policy, we say that if some sort of American 
merchant marine is so necessary as to demand artificial 
devices to support it, then the support should be 
through some form of subsidy to private owners and 
operators. The government does not belong in the 
business and does not know how to conduct it. It 
never will know. The ships left on its hands at the end 
of a war period that called for a vast shipbuilding cam- 
paign should be sold for what they will bring, if only 
as junk, and the nation should take the loss, just as it 
took a financial loss on account of many other things 
it did to “win the war.” 
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For that matter, however, we have never been able 
to see the great need for our own merchant marine if 
it must be maintained through some sort of subsidy. 
We see the advantage of a merchant marine if another 


war should befall us, but we do not believe even that . 


strong enough to justify what must be done, in one 
way or another, to maintain an American merchant 
marine. Certainly, aside from that consideration, there 
is no good reason why foreign vessels should not be 
allowed to transport our commerce if they can do so 
more efficiently and cheaper than we can do it ourselves. 


To us it has always seemed that real patriotism con-. 


sisted in doing the best possible service for our citizens 
when no vital principle must be sacrificed, rather than 
in gnashing teeth at everything foreign and waving the 
flag to stir up enthusiasm for policies that have no other 
argument. Anyway, the Shipping Board is extremely 
ingenious in discovering methods of making itself dis- 
agreeable and unbusiness-like. 


FUNCTION OF TRAFFIC CLUBS 


In spite of all that has been written and said in 
recent years about the function of traffic clubs and their 
opportunity to be of large service to their members, the 
profession in which their members are engaged, their 
communities, and the country, many of them are still 
falling short and doing nothing but have a good time 
and, perhaps, afford opportunity for business contact 
between railroad and industrial men. 

At the risk of seeming personal, though we shall 
not mention the name of the club we have in mind, we 
wish to call attention to what one of the larger and 
richer clubs, for instance, is doing—or not doing. It 
considers itself and speaks of itself as a business organi- 
zation. So emphatically is this true that, some time ago, 
feeling that the federal excise tax levied against it as a 
social organization was unjust and being unable other- 
wise to have it removed, it amended its constitution 
more nearly to express the objects of the club. The 
constitution now says that the objects are to promote 
a better understanding by the public of transportation 
problems, to bring into closer relations shippers and 
those engaged in the transportation of freight and pas- 
sengers, to advance their mutual interests, and, in gen- 
eral, to obtain the best transportation possible. But the 
government has not yet seen fit to remit the excise tax. 
This fact, very likely, is due to negligence and lack of 
interest rather than to any investigation that has led to 
the conviction that the club does not fulfill the function 
stated in its constitution; yet such an investigation 
would reveal that very thing; whatever the club may 
say it is, it has not changed its ways since it changed 
its constitution, except as it has changed them for the 
worse. In the year that ended last March, for instance, 
it had only one meeting that, by any stretch of the 
imagination, could be called a business meeting. That 
was a luncheon at which three speakers discussed motor 
vehicle legislation. So far this year it has done nothing. 
Neither last year nor thus far this year has it acted on 
any of the matters coming to it from the delegate con- 
vention of the Associated Traffic Clubs of America, 
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though it is a member of that association. The fact of 
this membership is the only thing that gives it any title 
to be called a business organization. Of course, it must 
be said that there is the usual stated annual business 
meeting for the installation of officers and going through 
the form of reading reports and closing the business of 
the year. But even the wildest advocate of his club’s 
methods would hardly argue that these were business 
meetings—that is, he would not if he had ever attended 
one of them. 

This club is typical of many. Why are things thus? 
It is not because many members of such clubs cannot 
see the opportunity for service. It is rather because 
they do not exercise themselves about the matter and 
just let things take their course. When those who are 
capable of seeing take that passive attitude, the clubs 
are usually run by those who have not an idea in their 
heads except a good time and some possible incidental 
business advantage. These are the ones who cannot 
understand the man who, in a recent membership cam- 
paign in one of the clubs that confines its activities to 
having a good time, replied to an appeal for help that 
he had no interest in getting new members for the club— 
that all it had to offer was a good time and possible 
business advantage and, if a prospective member did not 
desire the good time or the business advantage, he did 
not see why he should worry about it. He pointed out 
that, if the club were trying to do something in the way 
of public service, that would be a different matter and 
he would feel it his duty to help. 

For a time, the objection to membership in the Asso- 
ciated Traffic Clubs of America was that it was an 
expense for something that brought little or nothing in 
the way of actual benefit. In a measure, this was true, 
considered from the selfish instead of the public service 
point of view, though it is not true now; but the same 
kind of men who made that objection still pay dues in 
traffic clubs that do nothing for their members or any- 
body else except furnish a little pleasure—and even the 
amount of pleasure is not usually commensurate with the 
cost. 

There always were the opportunities that exist now 
for the traffic clubs to be of service, but the ways are 
plainly marked now and are easily found. Many of 
the clubs, especially in the smaller cities, are finding 
them. Many of the members of the larger traffic clubs 
who are not acquainted with other clubs don’t know 
what a real traffic club is, what an influence it has in its 
community, and what it does for its members. There is 
no reason why a club should conduct itself otherwise 
than as a majority of its members desire, but we believe 
that, if members would think alittle about the subject, 
the majority in most clubs would be in favor of doing 
something besides nothing. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 

Another critical point in the matter of lake cargo coal rates, 

it is believed, will be reached when the carriers serving the 
southern fields, the Norfolk & Western, Chesapeake & Ohio and 
the Louisville & Nashville file tariffs, effective August 10, mak- 
ing a reduction of 10 cents per ton in lake cargo coal rates from 
mines on their rails to the lower lake ports. Announcement 
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that such tariffs would be filed was made by the Norfolk & 
Western offices in Roanoke, Va. At the same time it was an- 
nounced that no decision had been reached by the Virginian as 
to its attitude in the matter. Its reluctance to say anything on 
the subject is ascribed to the fact that the Commission, in a 
case which went through the courts, compelled it to make rates, 
on coal, westward, notwithstanding its desire to confine its coal 
traffic to the eastward. 

While there was nothing official on the subject at the time 
of the announcement at Roanoke, it was understood that thé 
lines serving the southern mines took the position that inas- 
much as the Commission advised a cut of 10 cents in the rates 
from the Fairmont district, they were entitled to preserve the 
relationship that had existed between rates from their mines 
and those in the Fairmont district. The cut, however, would 
have the effect of giving the complaining Pittsburgh and Ohio 
districts an increase of only 10 cents instead of 20 cents per ton 
in the spread, as intended by the Commission. 

No definite information has been received from the Pitts- 
burgh and Ohio complainants as to the attitude they will take 
in respect of the reduction the lines serving the southern fields 
will undertake. However, inasmuch as they have been fighting 
for an increaes in the spread of the rates as between the north- 
ern and southern fields since 1912, they are expected to protest 
and ask for the suspension of the tariffs. The Commission, in 
the Boileau case, in 1912, tried to give Pittsburgh the benefit of 
a wider spread, but was balked in that effort by the fact that 
the railroads serving the southern fields, as soon as the lines 
serving the northern fields cut the Pittsburgh rate, reduced the 
rates from the more southern mines. The Commission, not 
then having the minimum rate power and being unable to make 
an enforceable undue prejudice finding, could do nothing. 

Now, however, the Commission possesses the minimum rate 
power. The Chesapeake & Ohio also owns the Hocking Valley 
and a line of its own in Ohio which serve the Hocking field. 
The Commission, in its decision in the lake cargo coal rate 
case, told the carriers serving the Ohio fields if they changed 
the relationships of rates from the Ohio fields it would expect 
them to give convincing reasons therefor. The language on 
that point was interpreted as meaning that the Hocking field 
should be kept on a parity with Cambridge and No. 8 fields. 
In the event the carriers reduced the rates from points on the 
Chesapeake & Ohio to the lake ports, it is suggested they would 
have explaining to do about the effect of such reduction on the 
Hocking field. 

Another suggestion is that if the Commission permits the 
Van Sweringen merger to be made, it thereby brings about a 
situation in which it can deal with the enlarged Chesapeake & 
Ohio system by means of a third section order, even if the 
ownership of the Hocking Valley by the Chesapeake & Ohio 
does not permit such handling at present. 

There is no question in the mind of any man who has fol- 
lowed the case about what the Commission will do with the 
rates the southern carriers have announced they will file. Even 
if it had not, in its report in the lake cargo case, determined 
that Pittsburgh should have an increase in the spread of 20 
cents a ton, it is believed it would suspend the rates, pending 
investigation. The fact that it ordered an increase in the spread, 
it is suggested, would make it impossible for the Commission 
to ignore the challenge of its authority to establish the increased 
spread, regardless of the form in which it might be proposed. 
The relationship question, in so far as it bore upon the Fairmont 
rates, was as between Fairmont and Pittsburgh and not as 
between Fairmont and the more southern fields. However, there 
is a relationship of rates, as between Fairmont on the one hand 
and the southern districts on the other, which will be changed 
by the order increasing the spread between Pittsburgh and Ohio 
on the one hand and the southern districts on the other because 
the Commission concluded that Fairmont was entitled to a 
reduction of 10 cents. The Commission, however, did not warn 
the southern carriers to maintain their rates in specific relation 
to Fairmont, hence, seemingly, the southern lines have a talking 
point for what is to be proposed. 


WESTERN WAGE DECISION 


The board of arbitration formed to arbitrate the demands 
of conductors and trainmen on the western roads for wage in- 
creases of about a dollar a day, or 19 per cent, gave out its 
decision June 25, at Chicago, denying any increase to the con- 
ductors and trainmen, other than yardmen. The yardmen got 
increases of approximately 7.5 per cent, effective March 1 last. 
The decision was concurred in by four of the members. The 
two dissenting members were those selected by the employes 
to represent their interests. They were E. P. Curtis, secretary- 
treasurer of the Order of Railway Conductors, and J. A. Farqua- 
harson, vice-president of the Brotherhood of Railway Trainmen. 
Those who concurred were W. M. W. Splawn, president of the 
University of Texas; Everett C. Brown, president of the Chicago 
Live Stock Exchange; W. J. Jackson, chairman of the board of 
the C. & E. I.; and J. W. Higgins, executive secretary of the 
Association of Western Railways. 


In its decision the board said: 


The storngest argument advanced by the Order of Railway Con- 
ductors and the Brotherhood of Railroad Trainmen for an increase in 
wages of the classes of employes represented by them was the recent 
increase of seven and one-half per cnt granted to these same classes 
in eastern and southeastern territory. 

The record shows that the actual earnings of trainmen were 
more in the western district than in either the eastern or south- 
eastern district before the seven and one-half per cent increases 
in these districts went into effect. The average annual earning of 
train service employes in the western district in 1925 was 7.4 per cent 
more than for the same year in the eastern district; and 6.5 per cent 
more than for the same year in the southeastern district. For 
example, road freight conductors (local and way freight) averaged 
in 1925 as a yearly wage, in the west, $3,163; in the east, $3,024; in 
the southeast, $2,965. 

Again, road freight brakemen and flagmen (through freight) 
averaged in 1925, as a yearly wage, in the west, $2,058; in the east, 
$1,766, and in the southeast, $1,823. 

The increase in basic rates of seven and one-half per cent in the 
east and in the southeast should have the effect of bringing the 
average yearly income of conductors, brakemen, and so forth, in 
those districts up to approximately the average income now received 
by the same classes of employes in the west. 


It further referred to the fact that the rate of return on 
investment of the western roads has not been as high as on 
the eastern and southern roads. It said the carriers contended 
that the increases asked would ultimately spread and cost about 
$83,000,000 a year, though only about $12,000,000 yearly was 
directly involved. On that basis, it said, the effect would be 
to reduce the net earnings available for betterments and the like 
to below three per cent. 

The reasons for granting an increase of 7.5 per cent to the 
yardmen, while denying any increase to men in train service, 
were given as follows: 


While the trainmen in the west have an average yearly wage 
approximately equal to seven and one-half per cent more than the 
average in the east before the increase of seven and one-half per 
cent was granted in the east, the yardman in the west were not 
earning any more on an average yearly basis than they were earning 
in the east. The increases in the east and southeast have had the 
effect of advancing the actual earnings received by yardmen in those 
regions above what would be received without a similar increase to 
those rendering like service in the west. 

Again, the board finds that by reason of previous wage adjust- 
ments the men in yard service are in relatively a much less favorable 
position as compared with men in train service than they were in 
1915. On the average in that year, the annual wages of the two 
classifications were approximately the same. Now those in train 
service receive, on an average, about $300 per year more than the 
men in yard service. The board believes that if there be any dif- 
ference in the character of the employment, the duties of the yard- 
men are more onerous than are the duties of the men in train service. 


The decision affects the employes of 55 western roads, esti- 
mated at about 65,000 in number. The board took testimony on 
the question of the wage dispute from April 27 to May 20 and 
heard oral argument May 23 and 24. 

In their dissenting opinions, the two representatives of the 
employes said the decision disturbed wage levels built up 
through a series of years through negotiations between the car- 
riers and their employes and gave no weight to the evidence 
submitted as to the level of wages in other trades. 


STABILIZATION OF R. R. EMPLOYMENT 


Organized labor will oppose any move to establish a more 
“flexible” working day on the railroads, as suggested in the 
report of the special committee of the Association of Railway 
Executives on stabilization of employment on the railroads. The 
committee suggested that stabilization of employment might be 
increased if the railroads could work certain employes nine or 
ten hours a day in times of great business activity and drop 
back to the 8-hour day in other periods. Officials of the Ameri- 
can Federation of Labor, however, indicated that they regarded 
the suggestion of the committee as an attaack on the 8-hour day. 

Railway employes see a move to abolish the standard eight- 
hour day, to repeal the Adamson law, to inaugurate a ten-hour 
day in the railroad industry and to cut wages, in the report of 
the special committee of the Association of Railway Executives 
on stabilization of railroad employment, says “Labor,” the weekly 
publication of a number of the standard railroad labor organ- 
izations. The report is characterized as embodying an “astound- 
ing program.” 

“Railroad workers cannot concéal their surprise that ‘Dan’ 
Willard and ‘Pat’ Crowley should have set their names to such 
a report,” the publication says, adding a quotation from a rail- 
road labor official to the effect that the report “is just what 
anyone might expect from Loree, Cole and Rea.” Mr. Willard 
was quoted as stating that there was no intention to force extra 
hours on the men, but that the proposal was made for labor to 
consider, as well as the railroads. 


TAX ON MOTOR VEHICLES 


The state of New Jersey has enacted a law for an excise 
tax of %c for each half mile that a common carrier motor 
truck engaged in interstate business operates over any highway 
within the state. 
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Current Topics 
in Washington 





’Twas a Ghost Compelling Hearing—Many times in the 
course of the hearing on the application of the three trunk line 
officials for permission to serve as directors of the Wheeling 
and Lake Erie, the ghost of the Gould efforts to build a trans- 
continental system stalked across the stage. It attracted much 
attention. A smaller and less important spirit was that of the 
Commission’s allocation of the Wheeling and Lake Erie to the 
Nickel Plate in its tentative plan for the consolidation of rail- 
roads. The Gould effort was to increase the competition in 
the eastern Ohio and western Pennsylvania industrial region, 
particularly Pittsburgh, the heart of it. If the effect of allowing 
the three applicant trunk lines to control the board of directors 
of the Wheeling and Lake Erie will be as alleged by opponents, 
of it, then the desire of Pittsburgh to have more competition 
than there is now fades out. One of the suggestions frequently 
made in the side-line gossip at that hearing was that, when 
the Commission assigned the Wheeling and Lake Erie to the 
Nickel Plate, there was no thought of the combination of car- 
riers proposed by the Van Sweringens. Nor was there any 
thought of neutralization of the possible competition of another 
system by having a community control of the Wheeling and 
Lake Erie by the trunk lines most interested in the Pittsburgh 
tonnage. On the contrary, it was suggested that, if the Com- 
mission had a definite idea when it made the tentative assign- 
ment of the Wheeling and Lake Erie to the Nickel Plate, it was 
that, thereby, the competition in the industrial section south 
of Cleveland might be increased and, when the time came, ex- 
tended to Pittsburgh, possibly by the use of the Pittsburgh and 
West Virginia, as planned by the Gould coterie. From talk of 
that sort it was natural to go on to a speculation as to why 
the Commission should not make at least a gesture toward 
making a permanent plan for the consolidation of railroads by 
indicating plainly that it would welcome application by some- 
body for making up a system that would increase the competi- 
tion south of Cleveland by proposing the linking together now 
of the remnants of the Wabash system, as proposed twenty 
years ago. That might not increase the amount of competition 
materially, it was suggested, but it would tend to preserve what 
there was now and hold out the possibility of increasing the 
striving for tonnage by the addition of a fifth system that would 
take up the odds and ends of railroads in that territory. H. S. 
Bradley, of the Ann Arbor, said linking any one or two of the 
unassigned railroads in that territory to one of the existing 
trunk lines would remove the compelling incentive that now 
existed for the Wheeling and Lake Erie to solicit tonnage for 
itself to be taken west by the Ann Arbor or the Wabash. He 
argued that putting the Wheeling and Lake Erie in control of 
the trunk lines would make it a matter of no consequence 
whether its men solicited tonnage for the Ann Arbor or Wabash 
routes. On the contrary, it might be that such connection with 
the trunk lines might make it a little more conducive to solicita- 
tion of tonnage for the proprietary trunk lines. 





Ohio Commission Stepping High.—In less than two months 
the Ohio commission has emerged from the Commission’s thir- 
teenth section chamber of inquisition bearing aloft a banner 
carrying rates on pig iron and bulk salt indorsed with the Com- 
mission’s equivalent of the revolutionary army’s quartermaster’s 
phonetic check “oll korrect.” The tradition that O. K. was the 
indorsement of the patriot quartermaster is more pleasing than 
the late President Wilson’s conclusion that O. K. was the Eng- 
lish version of an Indian word, “okeh,” also meaning “all right.” 
Regardless of what may be the origin of O. K., that is the stamp 
the Ohio-made rates have borne when the Ohioans have emerged 
from the wood shed. The commissions of other states have also 
achieved some success in that line, but, seemingly, they have 
won on minor matters. The same cannot be said about the 
Ohioans. The rates on salt and pig iron in that territory are 
of prime importance. The carriers lost the pig iron Case, ap- 
parently, because the Ohioans were able to show that some 
railroad-made rates in Pennsylvania, mile for mile, were as low 
as or lower than the $1.26 rate prescribed by the Ohio com- 
mission around which the controversy raged. They lost the 
salt rate case because, among other things, they failed to dig 
up one user of salt in the Kentucky suburbs of Cincinnati to 
show why a variation of one cent in the rate on bulk salt, as 
between Cincinnati proper and the Kentucky parts of that in- 
dustrial region, was hurting him. The facts set forth, it might 
be suggested, are sufficient to warrant what the federal body 
has done in respect of the Ohio rates. It may be, however, that 
the federal body members, when they deal with such subjects, 
always remember that, in the last analysis, their powers are 
subject to curbing by the votes of representatives of the states 
and that, therefore, there is reason for a sane use of such 
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powers, lest there be wing-clipping. In no other large country 
in the world is there such a check on the central authority as 
there is in the United States, even if, at times, there have been 
laments about the decadence of the power of the states. The 
fact is that the states have not felt the need of putting restraints 
on the national government except on rare occasions. About 
the last check imposed was devised in 1877. In that year Con- 
gress said no federal soldier should be used by or in a state in 
putting down a disturbance such as should be handled by a 
posse comitatus, summoned by the sheriff. The check was n 
the form of a limitation placed on appropriations for the upkeep 
of the army. Comptroller-General McCarl has recently had to 
rule that an army officer could not be reimbursed for work of 
that sort done in one of the states. The check was put in so 
as to prevent the use of federal soldiers at the polls. A like 
check applies to United States marshals. In that way a minor- 
ity party is able to protect itself from overawing, at election 
time, by a party in power, pretending to act for the preservation 
of the national interest. 


When Lindbergh Becomes a Common Carrier.—Charles A. 
Lindbergh was in Washington within the week consulting about 
a nation-wide air common Carrier service he and his associates 
are said to contemplate establishing. If and when that is done, 
it may be suggested, no one will think of having any regulation 
of the company unless conflicts arise, first, between the Lind- 
bergh and some rival company or between Lindbergh and his 
customers. But when such conflicts arise the elasticity of the 
Constitution of the United States again will be shown. There 
is no doubt about the commerce clause being broad enough to 
cover that sort of commerce. The words adopted by the people 
of the United States in 1789 will be found wide enough to span 
the activities of the air transport company, its rates, rules, and 
regulations. Such passengers and freight as Lindbergh will 
transport will be “in commerce among the several states” or 
with “foreign nations” or with the “Indian tribes.” That docu- 
ment was framed in secrecy. There was no opportunity for 
any of the men engaged in that work to appeal to the people 
of Buncombe County or to the gallery. They had to get down 
to brass tacks and stay there. They wasted no words. Nor 
did they indulge in such rhetoric as Jefferson threw at the world 
when he said that all men were created free and equal. They 
said, among other things, that Congress should have power to 
regulate commerce among the several states, with foreign coun- 
tries, and with the Indians, without undertaking to say what 
commerce was or how it might be carried on. Had they done 
that their work would have been good, like an excursion ticket, 
for that day and date only. It will serve its purpose when pas- 
senger transportation between this globe and Mars is carried 
on by means of pneumatic guns equally as well as when it is 
carried on by means of pulls on one’s boot straps, now consid- 
ered an impossible method of locomotion. All Congress will 
need to do when Lindbergh and his competitors get to fighting 
will be to put a few words into the first section of the interstate 
commerce act defining transportation and a few more in section 
6 requiring the newly mentioned common carrier to file and 
observe tariffs. The Commission will do the rest. 





Letting the Buyer Beware.—Business men, particularly in 
the United States, seem to be getting as far away from the old 
maxim of the trade and of law “let the buyer beware” as pos- 
sible. They are finding it to be pestilential and destructive of 
trading. A Lincoln Filene, Boston merchant, in an address to 
the fourth general congress of the International Chamber of 
Commerce, pointed out that unfair trade practices in interna- 
tional trade grew out of the distrust between the business men 
in one country who sold goods and the men in another country 
who bought goods. Where distrust existed, he said, there de- 
veloped what were known as trade abuses, all of which were 
wasteful and should be eliminated. Canceling of orders, when 
business slacked up, on the ground that the goods were not up 
to sample or specification, he, mentioned, was the direct cause, 
in times of sellers’ markets, of manufacturers sending to such 
as had canceled, goods below sample or not in accord with 
specifications. He said the practices might not be dishonest, but 
at least they were not ethical. He suggested, as a method for 
doing away with unethical practices, the appointment of joint 
trade relations committees, representing, on one side, the manu- 
facturers in a prominent European industry and, on the other, 
the American retailers of its products. He suggested that the 
National Retail Dry Goods Association, representing the depart- 
ment stores in the United States, might be responsible for organ- 
izing the American side of such a committee, the duty of which 
would be to point out and try to prevent the springing up of 
unfair practices in international trade. 





More Headaches A-Coming.—The turmoil, the tumult and 
the shouting in the lake cargo coal case have returned. The 
mine operators of the southern fields started it when they asked 
the executives of two of the roads serving them to Washington 
to tell them what they intended doing about the situation cre- 
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ated by the Commission’s decision. Then came along the West 
Virginia legislature referring to the decision as a “trick” thing, 
and, finally, the southern roads, with their announcement of a 
ten-cent cut so as to preserve the relationship between the 
mines on their roads and those in the Fairmont region. The 
man who brings peace in that matter will be entitled to more 
medals and crosses of honor than Marshal Foch garnered after 
the armistice. The lake cargo coal relationship query will be 
permanently settled, it seems, when there is no more coal in one 
of the competing regions or when the necessity for carrying 
coal from one place to the other no longer exists. The Pitts- 
burgh district started coal to the northwest via the lakes, but 
no one has seriously contended that, because New England 
started the cotton industry in this country, the south should be 
kept out of it. But all such considerations, it is suspected, will 
be put forth by each side in the commotion expected to be stirred 
up in Congress next winter. If there were a better outlet 
through the Gulf ports the Louisville & Nashville might be sat- 
isfied to try for the Pacific coast trade as a substitute for the 
lake cargo trade. However, a southern outlet, it is suspected, 
would not satisfy either the Norfolk and Western or the Chesa- 
peake and Ohio.—A. E. H. 


HOCH-SMITH GRAIN 


A revised program of hearings in No. 17000, Rate Structure 
Investigation, Part 7, grain and grain products within the west- 
ern district and for export, has been adopted by the Commission. 
The first of further hearings is to be held at the Broadview 
Hotel, Wichita, Kan., July 11, before Commissioner Meyer and 
Examiners Mackley and Hall. Further assignments will be an- 
nounced at the conclusion of the Wichita hearing. The later 
hearings will be held at Minneapolis, Chicago, and at points on 
the Pacific coast, later to be determined upon. 


The number of parties which has entered appearances in 
this part of the general inquiry under the Hoch-Smith resolution 
has become so great that the Commission in its notice respect- 
ing the fyrther hearings has said that the parties should have 
300 copies of each exhibit at the Wichita hearing. At a hearing 
at Dallas, Tex., most of the parties distributed 200 copies of 
each exhibit. That was not enough to meet the demand, hence 
the admonition to have 300 copies at the Wichita hearing. 


The notice issued by the Commission about this revised 
program of hearings covers the following: No. 16294; No. 17477; 
No. 17992; and sub-No. 1; No. 18203; No. 19103; No. 19279; No. 
18359 and sub-No. 1; No. 18669 and sub-No. 1; No. 18782; No. 
18860; No. 18900; No. 16322; No. 16612; No. 19453; and No. 
16112. 


These proceedings, the Commission said, were partially 
heard at Dallas, beginning May 9. The plan was to have further 
hearing at Denver, July 7, but the Commission said that objec- 
tion to Denver had developed since then. A petition, discussed 
in connection with the Dallas hearing, signed by several thou- 
sands of farmers and others in Kansas, the Commission said, 
asking for a conference between the grain producing and ship- 
ping interests of Kansas and the carriers and the Commission, 
regarding the interstate adjustment on grain, from Kansas, 
originated at a meeting of the interested parties at Wichita. 
The Commission said that while the conference requested was 
found to be impracticable, it had been decided, in view of the 
situation that had developed, to hold the next hearing at 
Wichita. 


The Commission said that the record in Grain and Grain 
Products, I. and S. No. 2469, and formal complaints heard in 
connection therewith, also in Nos. 16322, 16112, and 16612, would 
be considered a part of the record in No. 17000, Part 7. 

The notice said that a proposed report would be issued. As 
to what is contemplated at the Wichita hearing, the notice 
says: 


At Dallas the parties completed their testimony (with the ex- 
ception of the cross-examination of rate-witness C. B. Bee for the 
Corporation Commission of Oklahoma) concerning the intraterritorial 
adjustment in southwestern territory. At Wichita they will be ex- 
pected to complete their testimony relating to the adjustments be- 
tween western trunk line territory and Illinois, on the one hand, 
and southwestern territory, on the other; from eastern Wyoming, 
from Colorado, Nebraska, Kansas, Missouri, Iowa, and southwestern 
territory to Missouri and Mississippi River gateways, Chicago, Peoria, 
and other gateways and destinations beyond; between and within 
the states named; between the gateways named; and such other 
adjustments within, from, and to western trunk line and south- 
western territories as they may desire to cover at Wichita. Later 
hearings will be held at Minneanolis, concerning the adjustments 
in the northern part of western trunk line territory, including those 
embraced within Investigation and Suspension Docket No. 2469, and 
formal complaint cases heard in connection therewith; at Chicago, 
concerning the rates within Illinois, the ex-lake rates, and the ex- 
port rates; and at points on the Pacific coast, later to be determined 
upon, concerning the adjustments ih intermountain and transcon- 
tinental territories, not covered at the other hearings. 

By tentative agreement of all parties at the Dallas hearing the 
order of testimony at Wichita will be the cross-examination of wit- 
ness, Bee on his direct testimony given at Dallas; the direct and 
cross-examination of carriers and shippers concerning rates to and 
from southwestern terirtory; and the direct and cross-examination 
of witnesses for carriers and shippers concerning the other ad- 
justments hereinbefore described as being proper subjects of hear- 
ing at Wichita. 
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HOCH-SMITH SAND 


The Commission has instituted a Hoch-Smith sand, gravel, 
crushed stone, and shell case to cover rates on such commodities, 
state and interstate, in the southwest. It is to be known as No. 
17000, Rate Structure Investigation, part 11, sand and gravel. In- 
cluded in that part is No. 9702, Memphis-Southwestern Investiga- 
tion and the cases joined with that, which have been reopened: 
No. 16002, R. A. Gibson vs. Kansas City Southern et al.; and 
No. 18702, Tennessee-Arkansas Gravel Co. vs. Missouri Pacific. 

In its notice instituting the new part of the Hoch-Smith 
resolution case, the Commission said petitions had been filed by 
the Louisiana Public Service Commission, the Louisiana Highway 
Commission, and the Arkansas State Highway Commission, ask- 
ing for the institution of an investigation of the rates on sand, 
gravel, crushed stone, and shells, between certain points in 
the southwest. The Commission called attention to the fact 
that No. 9702, in which it had prescribed rates on those commod- 
tities covered by the new investigation had been reopened pri- 
marily for the purpose of a reconsideration of the rates on sand 
and gravel between Memphis, Tenn., and Arkansas, and between 
points within Arkansas. The part of the Commission’s notice 
of the institution of the new part, its scope, the intention in 
respect of hearings and how parties might participate in the 
proceeding, is as follows: 


The Commission has concluded to assign for hearing with the 
above proceedings No. 17000, Rate Structure Investigation, in so 
far as it relates to the interstate and intrastate rates under section 
13 of the interstate commerce act, on sand, gravel, crushed stone, 
shells and related commodities taking the same rates, in carloads, 
between points in Arkansas, Oklahoma, Texas and Louisiana west 
of the Mississippi River, but including both banks of the Mississippi 
River bordering on that part of Louisiana and Arkansas. This por- 
tion of No. 17000 will be designated Part 11, Sand and Gravel. 

The filing of separate complaints or of petitions of intervention 
herein is not necessary. All interested parties who desire to do so 
may appear at the hearings and at the proper time will be heard. 
The dates and places of hearings will be announced later. <A pro- 
posed report will be issued. 


HOCH-SMITH LIVESTOCK 


The Commission, in No. 17000, Rate Structure Investigation, 
part 9, livestock—western district rates, has announced that I. 
and S. No. 2917, livestock from western points to Chicago-Mil- 
waukee territory, will be heard in connection with the livestock 
part of the Hoch-Smith investigation, and the cases listed with 
it. Hearing is to be held on the case before Examiners Stiles 
and Parker at the Great Northern hotel, Chicago, Ill., August 29. 

The notice of the joining and the hearing said that while 
the evidence introduced at this hearing would be a part of the 
record in part 9, the scope of the hearing would be confined to 
the issues raised in the investigation and suspension proceeding. 
It further said that, as indicated in the notice of May 16, 1927, 
announcement would be made later of the dates and places of 
further hearings in the western group in connection with other 
issues under consideration in part 9. 


FREIGHT BILL CREDIT EXTENSION 


The National Industrial Traffic League’s executive com- 
mittee is considering filing a petition with the Commission for 
a reopening of Ex Parte 73, 57 I. C. C. 591, with a view to 
having the Commission increase the time allowed a carrier for 
the collection of its charges. By amendment to paragraph 2 
of section 3 of the interstate commerce act, by means of the 
so-called Newton omnibus bill, eliminating the words “to assure 
prompt payment of all such rates and charges,” the law relating 
to the collection of freight bills was somewhat changed at the 
last session of Congress. The law now says the Commission 
may prescribe rules and regulations for the collection of such 
charges without prescribing such rules “to assure prompt pay- 
ment of all such rates and charges.” 

In Ex Parte 73 the Commission fixed 48 hours as the time 
a freight bill might be allowed to run without the prior establish- 
ment of credit arrangements. It provided for the allownace of 
96 hours on the giving of a surety bond guaranteeing the pay- 
ment within that time. 

The League’s committee is in receipt of requests from 
members for an extension of the credit period, for one thing, 
because the carriers do not render bills for accessorial services 
except on a monthly basis. It is represented, among other things, 
that it is not easy to check such bills in such a short period as 
even 96 hours, hence the suggestion for a longer time. The 
elimination of the words “to assure prompt payment,” it is 
believed, makes the language of the statute broad enough to 
cover any reasonable credit period the Commission might 
prescribe. 


CHANGE IN DOCKET 


Finance 6193, joint application of Mineral Range R. R. and 
Hancock & Calumet R. R. for authority to abandon that portion 
of the main line of the latter company between Calumet and 
Kearsarge, Mich., and finance 6194, application of Duluth, South 
Shore & Atlantic Ry. for authority to abandon its Bessemer 
branch, assigned for June 28, were reassigned for July 19, at 
Bessemer, Mich. 
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Decisions of Interstate Commerce Commission 





DANVILLE BRICK ADJUSTMENT 


Upon further argument in No. 15061, Western Brick Co. 
vs. New York Central et al., mimeographed, the Commission, 
in a report written by Commissioner McManamy, has modified 
the former findings made in 107 I. C. C. 245, in part. It has 
found the rates on articles in the uniform brick list, from Dan- 
ville, Ill., to destinations in Wisconsin, Michigan, Minnesota and 
North Dakota unduly prejudicial and prescribed relationships to 
be made effective not later than September 6. 


This report also covers I. and S. No. 2706, brick from Illinois 
and Indiana to Wisconsin, Minnesota and Michigan. The sched- 
ules therein suspended were prepared in purported compliance 
with the original finding in the formal docket case with which 
the suspension proceeding was linked for this further argument. 
As to the suspended schedules the Commission found the pro- 
posed rates from points in Illinois, Indiana, Missouri and Iowa 
to the destination territory involved in the complaint case not 
justified. The suspended schedules have been ordered canceled 
without prejudice to the filing of new ones in conformity with 
the findings and expressions in this report. 


In the original report the Commission found the rates not 
unreasonable but unduly prejudicial as compared with rates 
from a number of Illinois points. Relationships prescribed in 
the original report were based upon a division of the so-called 
Wabash Valley group of which Danvile is a part, into two groups. 
The division of the group was in itself a modification of the 
finding in the National Paving Brick Manufacturers’ Associa- 
tion case, 68 I. C. C. 213. The Indiana State Chamber of Com- 
merce, representing particularly producers in the higher-rated 
sub-group, asked that the finding dividing the group be set aside 
and that the Commission adhere to the finding made in the gen- 
eral brick case. The rates from the sub-group were made 15 
cents per net ton higher than those from Danville. The destina- 
tion territory was also divided into two areas. There was no 
objéction, the Commission said, to the division of the destina- 
tion territory. 


Commissioner McManamy said the relative adjustment com- 
plained of, under which the differences in rates of Danville over 
competing Illinois points were substantially greater than the dif- 
ferences in distances, cleary subjectd Danville to undue preju- 
dice and disadvantage. 


In disposing of the case the Commission affirmed the finding 
in the original report that the assailed rates from Danville were 
not unreasonabe but that they were and for the future would be 
unduly prejudicial to the complainants and unduly preferential 
of their competitors at the other Illinois points named to the 
extent they exceed, or might exceed, rates which would reflect 
the following relationships of Danville to such other points: 


Rate 

Difference per Net Ton 

Over Under 

Points Points 

Column 1 Shown in Shown in 

To destination Column 1 Column 1 

territory described in feotnote* from— Cents Cents 
I MM 5. carck Sri Siva ac Ube: kas Sako ve ai Geenene ed Wok Gunvams 40 
oy arcu croc divin oattck Sev acaiavene Ma eT 20 
Streator, I. ..... Melb dcyidrb Sle Gi etre grele eke eraei a le lwiere aie ars 20 
MINE UN pligra i556 si6i5:sa's Ste Seal bia'n eve Srarerohetarbiow ee eee RS 5 

NN 552 2. alas ata ebinclaroverevasteanabe a vorae tabard aaah 5 ie 

RN cs oios) «vn nie, in ote ni nto.ercretaieiermie wie eieie e siacole se 10 

I OEE criss orks aced eitaGtins Sale oe Ben eaauetiS - 10 

To destination 
territory described in footnotet from— 

ETM. 1,2, Gi talc ook caste ssamiate so Geave a aiome eeiete a are ace 40 
NE MEE” a. ceisst he bre wh dictaterae 6. 6s Gate SEUSS WAP OER Ue 40 
MES og. ahs. Gh a Zid o'Sit wie «Galo wa leek Slo Metra e awe’ 40 
I 0 iio. y nS arate S04 6a aw ierershape akueh Sapares Pelhbavale Wiese 40 
a) ocala a gr gu tucsa cl Cinalorelare coniete ete coe eae 40 
PTS IE 5 isa: 5914) S pears Wioleial She oie! ste Bie SS Ciao a.woae ares 20 
NTN, SONY Sia sree ccabinecetaieialin db apa cit tmeanateo akan mniaio ee 20 





_ *Points in Wisconsin north of Milwaukee, Wis., and east of the 
lines of the Illinois.Central to Madison, Wis., the Chicago, Milwau- 
kee & St. Paul to. Portage, Wis., the Minneapolis, St. Paul & Sault 
Ste. Marie to Junction City, Wis., and the Chicago, Milwaukee & St. 
Paul, thence northward to the Wisconsin-Michigan state line, and 
in that portion of northern Michigan east of an imaginary line ex- 
tending thence to Lake Superior. 

tPoints in Wisconsin, Minnesota, and North Dakota on and west 
of the railroad lines and dividing line as described in footnote *. 


The Commission, in the investigation and suspension pro- 
ceeding, discussed the evidence on certain contested points to 
the end that the carriers might have the benefit of its views on 
the points involved when they .came to revising the schedules 
which had been suspended to bring them into harmony with the 


relationships of rates approved in the formal docket complaint 
case. 


OHIO SALT RATES AND MINIMA 


In a report written by Chairman Esch in No. 17536, rates 
and minimum weights on salt within the state of Ohio, mimeo- 
graphed, a thirteenth section proceeding initiated by the Com- 
mission on petition of the carriers, the Commission has found 
that the rate of 14.5 cents on a minimum of 60,000 pounds, re- 
quired by the Ohio commission for intrastate application on bulk 
salt, carloads, from Akron, and points grouped therewith, to Cin- 
cinnati, O., has not been shown to subject interstate traffic 
of shippers or locailties outside the state to undue prejudice or 
disadvantage, or to constitute an unjust discrimination against 
interstate commerce. It has, therefore, discontinued the pro- 
ceeding. 

In Salt Cases of 1923, 92 I. C. C. 388, the Commission fixed 
reasonable maximum, reasonable minimum and non-prejudicial 
interstate rates on various kinds of salt, from producing districts 
east of the Rocky ‘Mountains to the principal markets on and 
east of the Mississippi and Missouri rivers. In connection there- 
with, Chairman Esch said, the Commission required, generally, 
common rates on the various kinds of salt and a uniform mini- 
mum of 45,000 pounds. Such rates and minima went into effect 
May 238, 1925. 

A general revision of intrastate rates was made on account 
of that proceeding. The carriers undertook to displace intra- 
state rates on package and bulk salt, from Akron to Cincinnati, 
varying as between package and bulk salt, and as to minima, 
with a rate of 15.5 cents on both package and bulk salt, 
minimum 45,000 pounds. The Ohio commission allowed that 
rate to become effective as to package salt. That left in effect 
a rate of 14.5 cents on bulk salt, 60,000 pounds minimum. The 
Ohio commission found that if there was to be a common rate it 
should not exceed 14.5 cents. It left the carriers free to fix a 
proper minimum in connection with that rate, said Mr. Esch. 

Instead of doing anything, they left the 14.5 rate on a 
60,000 pound minimum in effect and asked for a thirteenth sec- 
tion proceeding, as to the quality of that intrastate rate in 
comparison with the 15.5 cent rate on both bulk and package 
salt, on interstate movements. The 15.5 cent interstate rate 
became a factor in rates to points in the Cincinnati group out- 
side of Ohio. 

Chairman Esch pointed out that the Commission, in the gen- 
eral salt case, did not lay down any general rule that the rates 
on bulk salt should be increased to the level of those on package 
salt. He said that in prescribing rates from Michigan and Ohio 
producing points to Burlington, Ia., the Commission used the 
rate applicable on bulk salt to other Mississippi crossings. 

Continuance of the 14.5 cent rate from Akron to Cincinnati, 
Mr. Esch said, made the rate on bulk salt to that point one 
cent lower than the rate on bulk salt to the Kentucky points 
across the Ohio from Cincinnati. He said there was said to be 
an actual movement of salt to those points but, he said, there did 
not appear to be any industrial users of bulk salt at those points 
such as at Cincinnati. No shipper, or receiver of salt, he said, 
had complained of the one cent higher rate on bulk salt to the 
Kentucky points than the intrastate rate to Cincinnati. He said 
the 14.5 cent rate also applied to other Ohio points for con- 
siderably shorter hauls than to the points south of the Ohio 
river in the Cincinnati district. 

Chairman Esch said that the situation here under considera- 
tion represented the only instance where a lower rate was pub- 
lished on bulk than on package salt from and to points in 
Central territory. However, he said, carriers operating from 
Detroit to St. Paul, Minneapolis and Duluth maintained lower 
rates on bulk than on package salt. 


Equalization of the rates on bulk and package salt from the 
Akron group to Cincinnati, and the carload minima in con- 
nection therewith. Mr. Esch said, could be brought about with- 
out increasing the intrastate rate on bulk salt. 


In bringing his discussion of the case to a conclusion, Mr. 
Esch said that the Commission’s decision in ‘Salt Cases of 1923 
did not authorize any increase in the interstate rate from the 
Akron group to Cincinnati. The record, he said, did not show 
that the intrastate rate on bulk salt was unreasonably low or 
that it was a burden on interstate commerce. No shipper or 
receiver of salt in interstate commerce testified that he was 
being injured by the intrastate rate. Under such circumstances 
he said the Commission would not be warranted in disturbing 
the intrastate rate which was required to be continued by the 
Ohio commission. This, he said, was not such a substantial 
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disparity between interstate and intrastate rates, which operated 
as a real discrimination against and obstruction of interstate 
commerce, as was contemplated by the Supreme Court’s decision 
in Wisconsin R. R. Comm. vs. C. B. & Q. R. R. Co., 257 U. S. 563. 


CEMENT RATES TO AND IN TEXAS 


The Commission, by division 4, in No. 15151, Oklahoma Port-* 
land Cement Co. et al. vs. Denver & Rio Grande Western et al., 
and cases joined with it, mimeographed, has found rates on 
cement, from Ada, Okla., and points in the Kansas gas belt, to 
destinations in Texas in scale III and scale IV territories, as 
defined in this report, and from Portland and Concrete, Colo., 
to said scale IV territory destinations, unreasonable. It has 
further found rates from points in the Kansas gas belt unduly 
prejudicial as compared with corresponding rates from Ada, 
Bonner Springs, Kan., Sugar Creek, Mo., and Portland and Con- 
crete, Colo., to the same destinations. It has prescribed rates 
which are to be made effective not later than September 12. In 
connection with the findings mentioned it has denied reparation. 

The report says that the bases of rates prescribed for inter- 
state application will remove most, if not all, of the undue 
prejudice found to exist in the relationships of interstate to 
intrastate rates within Texas. The Commission has left the 
adjustment of intrastate rates to the Texas state authorities and 
the carriers. 

Rates on cement from Ada, Okla., to Shreveport, La., have 
been found unreasonable and new ones Have been prescribed for 
the future without prejudice to other proceedings pending, and 
reparation awarded. In“fourth section order No. 9544, the Com- 
mission has afforded relief to the circuitous lines from Ada, 
Portland, Concrete, Bonner Springs, Sugar Creek and from points 
in the Kansas gas belt similar to that accorded in the Atlas 
case, 81 I. C. C. 1, and the Oklahoma case, 87 I. C. C. 451, pend- 
ing the disposition of the fourth section feature of Western 
Cement Rates, 48 I. C. C. 201, 58 I. C. C. 225, 69 I. C. C. 644, 
which has been reopened for a further consideration of the fourth 
section phase. 

This report also embraces No. 15427, Iola Cement Mills 
Traffic Association et al. vs. Abilene & Southern; No. 15923, 
Oklahoma Portland Cement Company vs. Abilene & Southern 
et al.; No. 16836, Same vs. Chicago, Rock Island & Gulf et al.; 
and No. 15938, Same vs. Atchison, Topeka & Santa Fe et al. 

Complainants in Nos. 15151 and 15923, manufacturers at 
Ada, Okla., Portland and Concrete, Colo., and other points, al- 
leged the rates on cement from those points to destinations in 
Texas were unreasonable, unjustly discriminatory and, as com- 
pared with rates from El Paso, San Antonio (Cementville), 
Harrys and Houston (Manchester), Tex., to destinations in that 
state, unduly prejudicial. The complainants in No. 15427, the 
Iola Cement Mills Traffic Association and its members, manu- 
facturers at Chanute, Fredonia, Mildred and Humboldt, Kan., 
and Dewey, Okla., which, with Iola and Independence, Kan., 
constitute the Kansas gas belt group, alleged the rates on Ce- 
ment, from the Kansas gas belt, to destinations in Texas were 
unreasonable and unduly prejudicial as compared with the rates 
from Ada, Portland, and Concrete, Sugar Creek, Mo., Bonner 
Springs, Kan., and Fort Worth, Tex., and from the other points 
in Texas hereinbefore mentioned. 

Complainant in Nos. 15938 and 16836, operating a plant at 
Ada, attacked the rates from that point to designated points in 
Texas on the Chicago, Rock Island & Gulf and Wichita Falls & 
Southern as unreasonable and the rate from Ada to Shreveport, 
La., as unreasonable and unduly prejudicial. 


The report said the Texas authorities were notified of the 
hearings, but did not take part in the proceedings, except to 
appear at the argument. 


In disposing of the cases the Commission said: 


(1) That there should be included in scale III territory that por- 
tion of Texas on and east of the line formed by the Rock Island from 
the Texas State line south of Terral, Okla., through Bowie to Fort 
Worth, thence the Santa Fe through Morgan to Temple, thence the 
M.-K.T. in connection with the International-Great Northern through 
Georgetown, San Marcos, and New Braunfels to San Antonio, and 
thence the San Antonio & Aransas Pass through Gregory to Corpus 
Christi; and that there should be included in scale IV territory 
that portion of Texas west of the above-described line, except points 
on the Southern Pacific west of Del Rio, on the Kansas City, Mexico 
& Orient west of San Angelo, and on the Texas & Pacific west of 
Big Spring. 

(2) That the rates on cement, in carloads, from Ada and from 
points in the Kansas gas belt to destinations in said scale III and 
scale IV territories in Texas, as above defined, for the future will 
be unreasonable to the extent that they exceed rates based on 
western cement scale III to destinations in said scale III territory 
and rates based on western cement scale IV to destinations in said 
scale IV territory, which scales are shown in Appendix A (omitted) 
to this report; that the rates on cement, in carloads, from Portland 
and Concrete to destinations in said scale IV territory in Texas for 
the future will be unreasonable to the extent that they exceed rates 
based on said western cement scale IV; and that, in applying said 
scales, rates shall be determined in accordance with the formula set 
forth in Appendix B (omitted( to this report, which formula is 
that used for computing distances and checking in rates under our 
decisions in the Western Cement case and the Oklahoma case. 

(3) That the circumstances and conditions surrounding the trans- 
—— of cement, in carloads, interstate from Ada, points in the 

nsas gas belt, Bonner Springs, and Sugar Creek to destinations 
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in said scale III territory in Texas, and intrastate within said scale 
III territory in Texas, are substantially similar; and that the cir- 
cumstances and conditions surrounding the transportation of cement, 
in carloads, interstate from Ada, Portland, Concrete, points in the 
Kansas gas belt, Bonner Springs, and Sugar Creek to destinations in 
said scale IV territory, in Texas, and intrastate within said scale 
IV territory, and from said scale III territory to said scale IV ter- 
ritory, in Texas are substantially similar. 

(4) That the rates on cement, in carloads, from points. in the 
Kansas gas belt to destinations in said scale III and scale IV ter- 
ritories in Texas are unduly prejudicial to points in the Kansas gas 
belt and to shippers therefrom, and unduly preferential of Ada, 
Portland, Concrete, Bonner Springs, and Sugar Creek, and of shippers 
therefrom, to the extent that said rates from points in the Kansas 
gas belt fail to bear the same relationships to the corresponding 
rates from said preferred points as those which would obtain on 
basis of western cement scale III from points in the Kansas gas belt 
and from Ada. Bonner Springs, and Sugar Creek to destinations in 
scale III territory, and on basis of western cement scale IV from 
said points of origin and from Portland and Concrete to destinations 
in scale IV territory, applying said scales from Bonner Springs and 
Sugar Creek in accordance with the formula prescribed for determin- 
ing reasonable rates from points in the Kansas gas belt and from 
Ada, Portland and Concrete. 

(5) That the interstate rates on cement, in carloads, from points 
in the Kansas gas belt and from Ada, Bonner Springs, and Sugar 
Creek to destinations in said scale III and scale [IV territories in 
Texas, and from Portland and Concrete to destinations in said scale 
IV territory, are unduly prejudicial to such points of origin and to 
shippers therefrom, and unduly preferential of Harrys, Eagle Ford, 
Manchester, Cementville, and El Paso, and of shippers therefrom, to 
the extent that said interstate rates fail to bear to the corresponding 
intrastate rates from Harrys, Eagle Ford, Manchester, Cementville, 
and El Paso to the same destinations relations stated as follows: 

“From the interstate producing points: Rates on western cement 
scale III basis from points in the Kansas gas belt and from Ada, 
Bonner Springs, and Sugar Creek to destinations in scale III territory, 
and on western cement scale IV basis from said points of origin and 
from Portland and Concrete to destinations in scale IV territory. 

“From the Texas producing points, except from Cementville to 
San Antonio, Harrys and Eagle Ford to Dallas, and Manchester to 
Houston: Rates on western cement scale III basis between points in 
scale III territory, and on western cement scale IV basis between 
points in scale IV territory and from points in scale III territory to 
points in scale IV territory.’’ 

The above findings are subject to the grouping of the Kansas 
gas belt points, including Dewey, with rates based on the distances 
from Chanute, and to the .grouping of Bonner Springs and Sugar 
Creek with rates based on the distances from Kansas City. 

The undue prejudice found to exist in the relations of the inter- 
state rates will be ordered removed, but as the establishment of inter- 
state rates from complainants’ mills on the bases herein prescribed 
will remove most, if not all, of the undue prejudice found now to 
exist in the relations of interstate to intrastate rates, it would appear 
that no corrective order with respect to such relations of rates is 
called for and the matter of making any necessary adjustmem of 
Texas intrastate rates will, for the present, be left to the regulatory 
authorities of the state of Texas and to the carriers. * s 

We find that the rates charged on the shipments embraced in 
No. 15938 were unreasonable to the extent that they exceeded 23 
cents prior to July 1, 1922, and 20.5 cents thereafter; that com- 
plainants made shipments from Ada to Shreveport at the rates 
herein found unreasonable and paid and bore the charges thereon; 
that it has been damaged thereby in the amount of the difference 
between the rates paid and the rates herein found reasonable; and 
that it is entitled to reparation, with interest. It should comply 
with rule V of the rules of practice. We further find that a reason- 
able maximum rate for the future on cement, in carloads, from Ada 
to Shreveport will be 20.5 cents, without prejudice, however, to any 
different conclusion that may be reached in No. 16988, Oklahoma 
Portland Cement Company vs. Alabama & Vicksburg Railway Com- 
pany et al., pending. 


RATES ON METAL BEDS 


The Commission, by division 4, in a mimeographed report 
written by Commissioner Meyer in No. 17555, Crescent Bed Co. 
vs. Chicago, Rock Island & Pacific et al., on further considera- 
tion, has modified findings as to rates on metal beds, carloads, 
from New Orleans, La., to destinations in western Louisiana, 
Arkansas, Oklahoma and Texas, as contained in the original 
report, 123 I. C. C. 41. In the original report the Commission 
found that the rates in issue were not unreasonable or unduly 
prejudicial, except that the present rates to Oklahoma, Texas 
common points, and Texas differential territory, subject to a 
minimum weight of 30,000 pounds, were unreasonable. The 
Commission has now found that the interstate rates assailed 
are and will be unreasonable to the extent that they exceed 
or may exceed the column 55 and column 41 rates, from and 
to the same points prescribed in Consolidated Southwestern 
Cases, 123 I. C. C. 203, in connection with minimum weights of 
12,000 and 30,000 pounds, respectively. It affirmed the former 
finding that the rates were not unreasonable in the past. It 
said no order would be entered at this time, but that defendants 
would be expected to establish rates in conformity with the 
findings herein at the same time that they established rates 
pursuant to the order in Consolidated Southwestern Cases. It 
also said that the findings were without prejudice to any dif- 
ferent conclusions that might be reached in Investigation of 
Rates on Furniture, No. 18323. 


TRANSIT ON CRANBERRIES 


On reconsideration, the Commission, in a mimeographed re- 
port in I. and S. No. 2767, stop-over in transit on cranberries 
at points in Texas, has reversed the previous report, 122 I. C. C. 
479. In the original report division 3 found that the respond- 
ents had justified their propdsal to cancel the arrangements 
under which interstate carload shipments of cranberries were 
stopped at Texas points for partial unloading. The Commission 
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now finds that the elimination of the arrangement described 
was not justified. It said no order would be entered, but that 
the respondents would be expected to restore the arrangement 
within 60 days. Commissioners Hall, Aitchison and Taylor dis- 
sented. 


PETROLEUM TO CANADA 


Holding that it is without authority to prevent Canadian 
lines from withdrawing their participation in joint rates or to 
prevent cancellation of joint rates upon such withdrawal, the 
Commission, in a mimeographed report by division 3 in I. and S. 
No. 2871, rates on petroleum and its products from Mississippi 
Valley points to Canadian points, has found that proposed can- 
cellation of joint commodity rates on petroleum and its products 
from Vicksburg and Natchez, Miss., New Orleans, La., and points 
grouped therewith, to destinations in the Provinces of Ontario 
and Quebec, Canada, is not in violation of the interstate com- 
merce act, has vacated its order of suspension as of July 2, 
and has discontinued the proceeding. 

The Commission said the suspended schedules, if allowed 
to become effective, would leave in effect to the Canadian desti- 
nations higher combination rates based on the Mississippi or 
Ohio river crossings, or on Chicago, Ill. It said the proposed 
cancellation was prompted by the desire of the Canadian lines 
to withdraw from their participation in the joint rates in so far 
as the transportation took place within Canada. 

“The provisions of the interstate commerce act apply to 
common carriers engaged in transportation of property by rail- 
road only in so far as such transportation takes place within 
the United States,” said the Commission. ‘We are therefore 
without authority to prevent the Canadian lines from withdraw- 
ing their participation in the joint rates, or to prevent cancel- 
lation of the joint rates upon such withdrawal. Elimination of 
Grand Trunk Ry. from Certain Routes, 115 I. C. C. 609. The 
lawfulness of the rates or charges for that part of the trans- 
portation which takes place in the United States has not been 
put in issue, or dealt with on the record.” 


RATES ON GASOLINE 


On further consideration, the Commission, in a mimeo- 
graphed report in No. 17036, Kendall Refining Co. vs. Alabama 
& Vicksburg et al., has reversed the finding in the former report, 
118 I. C. C. 689, that the rates on gasoline from certain points 
in Texas and Oklahoma to Bradford, Pa., were not unreasonable, 
has prescribed reasonable rates and has awarded reparation. 
The Commission found that the rates assailed had been, were 
and for the future would be unreasonable to the extent that they 
had exceeded, exceeded or might exceeed the contemporaneous 
rates from the same points to Buffalo, N. Y. The origin points 
named in the order for the future, which is effective on or before 
August 12, are Breckenridge, Frankell, Desdemona, Eastland, 
Arnat, and Gordon, Tex., and Watova, Bristow, Eram, Quay, 
Sapulpa, Oilton, Wilson, Barnsdall, Haskell Delaware, Okmulgee, 
and Preston, Okla. Commissioner Hall, dissenting, said the 
former finding should be affirmed. Commissioner Lewis, dis- 
senting, said the rates in the past should be found not unreason- 
able, but that for the future they would be unreasonable to the 
extent they exceeded the rates to Buffalo. 


NEW CREOSOTE OIL RATES 


The Commission, by division 3, in No. 17518, Republic 
Creosoting Co. vs. Alabama Great Southern et al., mimeographed, 
has found unreasonable, but not unduly prejudicial, rates on 
creosote oil, in tank carloads, from Indianapolis, Ind. to Louis- 
ville, Ky., Cincinnati, O., St. Louis, Mo., East St. Louis, Granite 
City, Madison; and Chicago, IIl., and destinations in the Chicago 
Switching district. It has ordered the carriers, not later than 
August 12, to estabish rates from Indianapolis not exceeding, 
to Cincinnati and Louisville, 14 cents; to Chicago, and destina- 
tions within the Chicago switching district, not in excess of 17.5 
cents; and to St. Louis and East St. Louis, Granite City and 
Madison, 18.5 cents. 

Complainant alleged the rates from Indianapolis to the 
destinations mentioned were unjust and unreasonable, and, as 
compared with rates from Birmingham, Ala., to the same des- 
tinations, and rates between Chicago and its switching district, 
on the one hand, and St. Louis and points near St. Louis, on the 
other, unduly preferential of its competitors at the latter points. 

The American Tar Products Co., the Barrett Co. and the 
Joyce-Watkins Creosoting Co. intervened. Their position, the 
report said, was that the rates on creosote oil in central 
territory were too high. The complainant asked that the rates 
from Indianapolis be reduced. It pointed out that if the present 
disparity in rates were increased by increasing the rates from 
other points, the effect would be to decrease still further the 
demand for creosote oil. It said that at present many plants 
adjacent to the points named in the complaint had resorted 
to the use of chloride of zinc for timber treatment or wood 
preservation. 

Commissioner Woodlock dissented. He said he believed 
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the facts in this case provided no basis upon’ which the Com- 
mission might prescribe maximum reasonable rates for the 
future. Questions of reasonableness and discrimination, he 
said, were questions of fact and that each case had to stand 
or fall on the record made in that case. In support of that 
he cited Curry & Whyte Co. vs. D. & I, 30 I. C, C. 1. 


GRAIN ADJUSTMENT ORDERED 


In a report written by Commissioner Eastman, in No. 
15026, Oklahoma Millers’ League vs. Alabama & Mississippi 
et al., mimeographed, the Commission, by division 4, has ordered 
the establishment of what it calls maximum reasonable joint 
through rates on grain and grain products, from points in 
Oklahoma to destinations in Louisiana, and maximum reason- 
able through rates, made by combining the factors to and from 
Memphis, Tenn., on grain and grain products from points in 
Oklahoma to destinations in southeastern and Carolina terri- 
tories, not later than September 26. In fourth section order 
No. 9524, it has denied fourth section relief for which F. A. 
Leland applied in his No. 672, as of the same date, revised rates 
on that account to be made effective on statutory notice. 

The decisions of the Commission in Southern Class Rate 
Investigation, 113 I. C. C. 200, and Consolidated Southwestern 
Cases, 123 I. C. C. 203, are to be used as the guides. In view 
of the fact that the adjustment in the Mississippi Valley was 
made in Capital Grain & Feed Co. vs. Illinois Central, 118 
I. C. C. 732, that case was reopened so as to allow the readjust- 
ment directed to be made in the report in this case to be made. 

The complainant attacked the rates from Oklahoma, to 
destinations in Louisiana, Mississippi, Tennessee, Alabama, 
Georgia, Florida and the Carolinas as unjust and unreasonable, 
and in some instances as being in violation of the long-and- 
short-haul part of the fourth section. 

The finding as to the rates in southern classification 
territory is as follows: 


We find that the rates assailed on grain and grain products, in 
carloads, from points in Oklahoma to destinations in southern classi- 
fication territory are, and for the future will be, unreasonable to the 
extent that the factors east.of Memphis exceed or may exceed rates 
based on and approximating the class 12 rates prescribed in Southern 
Class Rate Investigation, 113 I. C. C. 200, an dto the extent that the 
factors west of Memphis exceed or may exceed 31.5 cents on wheat 
and flour and 28.5 cents on coarse grains from all points the short- 
line distance of which from Memphis, computed as provided in Con- 
solidated Southwestern Cases, supra, is not more than 610 miles, and 
to the extent that they exceed or may exceed from points at a greater 
distance from Memphis rates on wheat and flour graded up from 31.5 
cents at not exceeding 1.5 cents for each 50 miles and rates on coarse 
grains made less by 10 per cent. In the above finding the words 
“based on and approximating the class 12 rates’’ are used in con- 
nection with the factors east of Memphis for the reason that it is 
desirable that these factors should apply, not only on traffic originat- 
ing in Oklahoma, but also on traffic originating in other western 
states from which the through rates are equalized via the various 
gateways. In accomplishing this equalization slight adjustments above 
or below the class 12 rates may be expedient, similar to the variations 
in the factors prescribed in Capital Grain & Feed vs. I. C. R. R. Co., 
supra, and the two cases decided on the same date. The factors pre- 
scribed in those cases may be applied, under the above findings, on 
traffic originating in Oklahoma. The distance of 610 miles from Mem- 
phis is derived from the western boundary of the present 31.5-cent 
group, although it will on the whole fall a little short of that boundary, 
which is very irregular. The finding is not to be taken as authority 
for increasing factors to Memphis from points in eastern Oklahoma, 
which are now less than 31.5 and 28.5 cents. It should also be said 
that the finding is made without prejudice to any different con- 
clusion that may be reached with respect to the establishment of 
joint through routes in any subsequent proceeding of a general nature. 

The rates to points in the Mississippi Valley which were filed by 
the carriers as a result of the Capital Grain & Feed Company case 
and the two related cases have been suspended in I. & S. No. 2914. 
For this reason this case will be reopened, in so far as it has to do 
with rates to Mississippi Valley points, and will be set down for 
further hearing with that suspension proceeding. So far as the rates 
to points in southeastern and Carolina territories are concerned, no 
order will for the present be entered, but defendants will be expected 
to advise us within 20 days of the service of this report whether they 
are prepared to comply expeditiously with the finding as to those rates. 


The finding as to the rates in western Louisiana is as 
follows: 


We find that the rates assailed on grain and grain products, in 
carloads, from points in Oklahoma to destinations in Louisiana west 
of the Mississippi River, including points on the west bank thereof, 
and to Mississippi River crossings in Mississippi and Louisiana on 
the east bank thereof are, and for the future will be, unjust and un- 
reasonable to the extent that they exceed, or may exceed, on wheat 
and flour the column 20 rates, and on coarse grains the column 17.5 
rates, as set forth in Appendix 13 to the report in Consolidated South- 
western Cases, supra, opposite the appropriate first-class (column 100) 
rates from and to the same points ascertained by use of the ‘“‘South- 
western scale’ of first-class rates set forth in Appendix 18, or by 
use of the specific first-class rates prescribed in Appendix 19, as the 
case may be, in each case applied as provided in said report. The 
report in the said Consolidated Southwestern Cases authorizes group-. 
ings of origins or destinations or both, with certain limitations as to 
the size and form of such groups. In the event that the defendants 
elect to use groupings of origins or destinations or both in the pub- 
lication of the rates on grain and grain products herein prescribed, 
and in the event it is thought desirable to use larger groups than 
those authorized in Consolidated Southwestern Cases, this may be 
done, provided such groups are not made unreasonably large and that 
the group rates applied represent in each case a fair average of 
the point-to-point rates to and from the points in the groups. This 
should not be construed as meaning an exact average of the respec- 
tive point-to-point rates, but a fair approximation. In the event that 
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the defendants elect to use point-to-point rates rather than group 
rates, they should not content themselves with the filing of traffic 
containing the distance scales, but specific rates should be computed 
and published. 


COAL RATES TO IOWA 


The Commission, by an order in No. 15228, Board of Rail- 
road Commissioners of the State of Iowa vs. Alton & Southerr 
et al., mimeographed, has directed the carriers to make a rate 
distinction between lump and fine bituminous coal, in the estab- 
lishment of rates from mines in Illinois, Indiana, and western 
Kentucky, to designated interior Iowa destinations. Rates on 
both lump and fine coal were found unreasonable. New ones 
are to be established not later than September 26. : 

Specifically the carriers are directed to establish rates, on 
lump, as follows: To Ottumwa, $2.79; Cedar Rapids, $3.04; 
Des Moines and Waterloo, $3.15; and Fort Dodge, $3.56; and 
rates on fine coal, except Cedar Rapids, 19 cents per ton less. 
They are required to establish rates on fine coal to Dubuque 17 
cents less than on lump coal. That order is also based on a 
finding of unreasonableness. 

This distinction in rates, the Commission expects to be ex- 
tended to other interior Iowa destinations. The report said the 
record was not sufficiently complete to warrant a finding in re- 
spect of interior Iowa destinations other than those before 
mentioned. 

“We shall expect defendants, however,” says the report, “to 
establish rates to such destinations which will be in harmony 
with those herein prescribed.” 

In a separate exprtssion, Commissioner Hall concurred in 
the report in so far as it referred to lump coal but disagreed as 
to the fixation of rates on fine coal lower than those on lump 
coal, under section 1. He said that although western carriers 
had seen fit, in many instances, to establish such a rate differ- 
ence, without disapproval by the Commission, it was quite a 
different matter to find rates on fine coal to be in excess of rea- 
sonable maxima because they were the same as on lump coal. 
The Holmes & Hallowell scale, he pointed out, provided rates 
for both without distinction. 

“Fine coal is just as good for the uses to which it is put 
as lump coal, perhaps better,” says the Hall concurrence. “The 
report shows no difference in price. It shows varying differ- 
ences in rate. We here prescribe maximum reasonable rates on 
fine coal which are 19 cents under lump to the interior Iowa 
cities, and 17 cents under to Dubuque. Coal from southern Illi- 
nois reaches Illinois and Wisconsin destinations with no spread 
between lump and fine. The finding of the majority is not based 
upon undue prejudice, and the standard of reasonableness as to 
fine coal can hardly be changed by crossing the river.” 

Commissioner Woodlock concurred in that separate expres- 
sion. Commissioner Campbell concurred in the findings, which 
approved a basis, he said, of about 85 per cent of the Holmes & 
Hallowell scale. He said he believed, however, that 80 per cent 
of that scale was more nearly the maximum reasonable basis 
and would be in harmony with the rates prescribed to Wisconsin 
and southern Minnesota in the Lake Dock Coal Cases, 89 I. C. C. 
170. 

This report also covers No. 15266, Lehigh Portland Cement 
Company et al. vs. Atchison, Topeka & Santa Fe et al.; No. 
15299, Hannibal Shippers’ Association vs. Same; No. 15629, At- 
las Portland Cement Company vs. Chicago, Burlington & Quincy 
et al.; and No. 15860, Dolese Brothers Company vs. Chicago, 
Rock Island & Pacific et al. 


Rates on bituminous coal, from the producing points in Illi- 
nois, Indiana and western Kentucky, treated in the leading case, 
to Mason City, Sioux City, and Mississippi River cities in Iowa, 
except on fine coal to Dubuque; from producing points in Illinois 
and Indiana to Linwood and Buffalo, Ia.; and from producing 
points in Illinois and western Kentucky to Hannibal, Mo., were 
found not unreasonable nor otherwise unlawful. Complaints 
in Nos. 15266, 15299, 15629, and 15860 were dismissed. 


These cases, the Commission said, were the first in which 
the general adjustment of coal rates to Iowa points had been 
considered primarily from the point of view of the consumer. 
Previous cases, it said, embraced only individual rates, or were 
considered chiefly from the standpoint of the operators, who 
were interested more in the rate relationships at points of 
origin than in the measure of the rates. 

Many traffic and commercial organizations and receivers of 
coal, principally Iowa interests, the Commission said, intervened 
in support of the complaints. Coal dock operators at the west- 
bank Lake Michigan ports and mine operators in Iowa, it said, 
intervened to oppose the reductions sought. Illinois and Indiana 
mine operators, the report said, also intervened, but withdrew 
when it became evident that differentials between origin groups 
were not directly in issue. 

Complainants’ principal contentions, the Commission said, 
rested primarily on the fact that the rates to Iowa destinations 
were relatively higher than those to destinations in Illinois, 
Wisconsin and Minnesota where there was industrial develop- 
ment with which Iowa competed or desired to compete. The 
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Commission said the Iowa complainants were interested almost 
entirely in the rates on fine coal on which the disparities, shown 
in a table in the report, were not so great as those on lump 
coal, in favor of Illinois, Wisconsin and Minnesota points. 

In the course of its report, the Commission discussed or 
mentioned many of the coal cases in which rates in the territory 
generally involved were treated, particularly the Lake Dock 
cases, supra; Illinois Coal Cases, 1920, 62 I. C. C. 741, and 64 
I. C. C. 751; Holmes & Hallowell vs. G. N., 60 I. C. C. 687, and 
69 I. C. C. 11; Southwestern Coal Operators’ Association vs. 
A. W. Ry. Co., 89 I. C. C. 73; Cedar Rapids Chamber of Com- 
merce vs. Director-General, 59 I. C. C. 624; and Western Cement 
Rates, 48 I. C. C. 201, the last mentioned being one to which the 
complainants pointed as authority for the contention that rates 
to interior Iowa destinations should be on the same levels to 
Wisconsin and Minnesota, and that the river cities, being in 
Illinois (scale I territory) should have a lower level by at least 
the difference between scales I and II, in the cement cases. 

The Commission discussed the phases of the cases under the 
topic heads of: The rates in general, rates on fine coal, rates 
to Mississippi River cities, rates to interior eastern Iowa, rates 
to Mason City, rates to Sioux City, rates to Council Bluffs and 
rates to Linwood and Buffalo. 

The order specifically prescribes the rates on lump coal 
hereinbefore mentioned and also rates on fine coal, as follows: 
To Ottumwa, $2.60; Des Moines and Waterloo, $2.96; and Fort 
Dodge, $3.87. The space in the table prescribing rates on fine 
coal, opposite Cedar Rapids, is left blank. 


B. & M. READJUSTMENT 


By a supplemental report in finance No. 5504, Boston & 
Maine Readjustment, the Commission, by division 4, has amended 
its order of July 8, 1926, so as to authorize dividends on 7 per 
cent prior-preference stock to be payable quarterly, to permit 
payment of $355,000 of readjustment expenses, and to permit 
reimbursement of the company’s treasury for additions and bet- 
terments from proceeds of the sale of such stock. In the origi- 
nal order the Commission authorized the Boston & Maine to 
issue $13,000,000 of 7 per cent prior-preference stock, with divi- 
dends payable semi-annually. The dividends on the stock have 
been changed from a semi-annual to a quarterly basis. The 
original order also provided that the readjustment expenses to 
be paid by the company should not exceed $300,000. 


STOCK ISSUE CUT DOWN 


With Commissioner Eastman noting a dissent, the Com- 
mission, by division 4, in finance No. 6242, has authorized the 
Trans Florida Central Railroad Company to issue 1,500 shares 
of common stock of no par value, instead of 10,000 shares as 
requested by the company. The stock is to be delivered to 
the Ammoniate Products Corporation in payment for the old 
Fellsmere railroad extending from Sebastian to Fellsmere, Fla., 
a distance of ten miles. The Commission said that inasmuch 
as the investment involved was small, the showing of earnings 
was poor, and the stock was to be issued direct to the pro- 
prietary company, it was thought that the issue should be 
limited to 1,500 shares. 


SHORT-TERM NOTE RULING 


In its supplemental report in finance No. 5983, authorizing 
the Louisiana Railway & Navigation Company to issue, not 
exceeding $525,000 of promissory notes, memorandum announce- 
ment of the approval having been made last week, the Com- 
mission, by division 4, has stated its view of provisions of 
section 20a of the interstate commerce act relating to issuance 
of notes by carriers. 

By its original application, the company asked authority to 
issue short-term notes in the amount of $2,000,000 in excess 
of the amount it might issue under paragraph 9 of seetion 20a 
of the act, without the Commission’s authorization therefor 
having first been obtained. Authority was granted for the 
issuance of that amount of notes, all to be payable two years 
after date. 

By supplemental application the company asked that the 
original order be amended so as to authorize specifically the 
issue of $2,000,000 of notes in addition to the amount that might 
be issued without authorization. It also requested, the Com- 
mission said, that by such order the Commission “recognize 
its alleged right to issue in addition to the $2,000,000 in notes, 
and to reissue, renew, or extend, without our avthorization, 
short-term notes in an amount not exceeding 5 per cent of its 
outstanding securities; or in lieu of such recognition, that we 
specifically authorize it to issue, in addition to the $2,000,000 
of notes, and to reissue, renew, or extend, short-term notes in 
an amount not exceeding 5 per cent of its outstanding securities.” 

The Commission set forth that paragraph 9 of section 20a 
provided in part as follows: 


The foregoing provision of this section shall not apply to notes 
to be issued by the carrier maturing not more than two years after 
the date thereof and aggregating (together with all other than out- 

(Continued on page 21 
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RATES ON SEWER PIPE 


A revision of rates on sewer pipe from North Little Rock, 
Ark., to destinations in Missouri and Louisiana and to Vicksburg, 
Miss., based on a finding of unreasonableness, has been recom- 
mended by Examiner Frank C. Weems, in No. 18654, Shearman 
Concrete Pipe Company vs. St. Louis Southwestern et al., No. 
18711, Same vs. Missouri Pacific et al., No. 18812, Same vs. Same, 
and No. 19004, Same vs. Chicago, Rock Island & Pacific et al. 

Weems said the Commission should dismiss Nos. 18711 and 
19004 on a finding that the rates on sewer pipe, from North 
Little Rock to destinations in Oklahoma and Texas, were not un- 
reasonable or otherwise unlawful. 

Collectively, Weems said, the complaints assailed, as unrea- 
sonable, unduly prejudicial and unduly preferential of complain- 
ant’s competitors the rates charged on many shipments of sewer 
pipe made on and since November 28, 1923. 

Weems said the Commission should find that the applicable 
rates on the shipments in No. 18711, from North Little Rock to 
destinations in Missouri, except Lebanon and Bourbon, were, are 
and for the future will be unreasonable to the extent they ex- 
ceeded, exceed or may exceed 23 cents per 100 pounds, and that 
the rates to Lebanon and Bourbon were, are and for the future 
will be unreasonable to the extent they exceeded, exceed or may 
exceed 35 cents. 

As to the applicable rates on shipments from North Little 
Rock to destinations in Louisiana and Vicksburg, embraced in 
No. 18812, the examiner said the Commission should find they 
were unreasonable and that the present rates to points in Louis- 
iana generally on the defendants’ lines and to Vicksburg are 
and for the future will be unreasonable to the extent they ex- 
ceeded, exceed or may exceed the rates shown in Appendix A to 
the report. The rates shown in the appendix are scaled. For 
single-line hauls for typical distances, they are 7 cents for 10 
miles and under; 15 cents for 100 miles and over 95; 22 cents 
for 200 miles and over 190; 28 cents for 300 and over 280; 32 
cents for 400 and over 380; 35.5 for 500 miles and over 475; and 
39 cents for 600 miles and over 575. A two-cent arbitrary is al- 
lowed for joint-line hauls up to 250 miles. Then it drops to one 
cent for distances up to 475 miles, then half a cent for the 500- 
mile block and then disappears in the last four brackets. 


RATES ON CANNED GOODS 


Examiner Paul O. Carter, in No. 17906, National Canners’ 
Association et al. vs. Ann Arbor et al., said the Commission 
should find the rates on canned goods, in carloads, from points 
in Wisconsin to destinations in New York, New Jersey, Maine, 
New Hampshire, Vermont, Massachusetts, Connecticut and 
Rhode Island, via the car ferry routes, unreasonable and pre- 
scribe new ones recommended by him. He said reparation 
should be denied. 

The complaint alleged the rates on canned goods, including 
canned milk, imposed on shipments since December 23, 1923, two 
years before the complaint was filed, were, and would be, 
unreasonable. New rates and reparation were requested. 

In Canned Goods to Eastern States, 101 I. C. C. 502,-also 
known as I. and S. No. 2375, the Commission allowed the estab- 
lishment of rates higher than had been in effect, but not as 
high as proposed. The examiner said the measure of those rates 
was based either on the all-rail distance via Chicago or on the 
average of that distance and the rail-water-and-rail distance over 
the car-ferry route via Milwaukee. The distances over the other 
car ferry routes, via Kewanee and Manitowoc, Wis., the examiner 
said, were not considered in prescribing the rates. The com- 
Plainants in this case were the protestants in that case. 

The theory of the present case, the examiner said, was 
that the short line distances from a large majority of Wisconsin 
shipping points to the destination territory were over the 
car ferry routes and that the Commission should esablish the 
rates over those routes, based on their distances. Complainants 
and interveners, the examiner said, expressed their willingness 
to have such rates restricted to the car ferry routes. 

The complainants proposed the establishment of origin 
groups and the examiner said they had properly divided the 
origin territory with ‘respect to movement over the car ferry 
routes. He said most of the points in the producing territory 
were located nearer to Milwaukee and Manitowoc than to Ke- 
wanee, and that the mileages over the two former lake ports 
had been used to determine the level of the rates to apply from 
the proposed groups. 

Should the carriers participating in the all-rail route through 
Chicago desire the rates herein proposed for application only 
over the car ferry routes, the examiner said the rates which they 
would be required to meet were on a higher level than those 
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which were in effect for many years prior to the decision in I. 
and S. No. 2375. In his conclusion, the examiner said: 


The Commission should find that the rates on canned goods, in 
carloads, from points in Wisconsin to destinations in New York, 
New Jersey, Maine, New Hampshire, Vermont, Massachusetts, Con- 
necticut and Rhode Island are and for the future will be unrea- 
sonable over the car ferry routes across Lake Michigan to the extent 
they exceeded the following rates: 

1. Sixty cents to New York, N. Y., from group A, which includes 
points in Wisconsin on and east of the line of the Chicago, Mil- 
waukee from Coleman south through Wiswell, DePere, Chilton, Waldo, 
Rice Lake, Fredonia, Saukville, Cedarsburg, Theinsville, to Milwaukee, 
except the west bank Lake Michigan Ports, Sturgeon Bay, Green 
Bay, Denmark and Marbel, from which ports and points the present 
rates are not changed. 

2. Sixty-four and one-half cents to New York, N. Y., from group 
B, which includes points on and east of the line of the Chicago & 
North Western extending from the boundary line between the states 
of Wisconsin and Minnesota south through Antigo, Rosholt, thence 
in a straight line to Stevens Point, thence south on and east of the 
line of the Chicago, Milwaukee & St. Paul through De Forrest to 
Madison, thence on and east of the line of the Chicago and North- 
western from Madison through Evansville, Footville to Beloit. The 
eastern boundary of this group is the western boundary of group A. 

3. Sixty-eight cents to New York, N. Y., from Group C, which 
includes points on and east of the line of the Chicago & North 
Western from Ashland south through Rice Lake, Cheetex, Bloomer, 
Chippewa Falls, to Eau Claire, thence on and east of the line of 
the Chicago, Milwaukee & St. Paul to Wabash. The eastern bound- 
ary of this group is the western boundary of group B. 

4. Seventy-two cents to New York, N. Y., from group D, which 
includes points west of the western boundary of group C to the west- 
ern boundary line between Wisconsin and Minnesota. 

The rates prescribed are to apply only over the car ferry routes. 

Rates to other destinations in the destination territory should be 
published by observing the same relationship of such rates to the 
rates prescribed to New York, N. Y., as the present rates to des- 
tinations other than New York, N. Y., bear to the present rates to 
New York. 

The adjustment of rates from the origin territory to the destina- 
tion territory was made pursuant to authority of the commission in 
its decision in I. & S. No. 2375, and the present rates could not have 
been changed without permission from the Commission. Therefore 
reparation will be denied. 


RATES ON LEAD FOIL WRAPPERS 


A recommendation that the Commission find that the rate 
of 33.5 cents on lead foil wrappers, carloads, from Richmond, 
Va., to Winston-Salem, Durham and Reidsville, N. C., was, in 
the two years preceding the filing of the complaint (May 13, 
1926), is and for the future will be unreasonable to the extent 
that it exceeds a rate of 25 cents, and was, is and for the future 
will be unduly prejudicial to the extent that it is less than 16.5 
cents under the rate from Louisville, Ky.,.to the same destina- 
tions, and award reparation, has been made by Examiner Paul 
O. Carter in a proposed report in No. 18410, Lehmaier, Schwartz 
& Co. vs. Seaboard Air Line et al. 


REPARATION ON PEANUTS 


An award of reparation has been recommended by Examiner 
R. J. Olentine in No. 19251, Paul F. Beich Company vs. Atlantic 
Coast Line et al., on a finding that rates on shelled peanuts, 
carloads, from Allendale, S. C., and Albany and Donaldsonville, 
Ga., to Chicago, Ill., were unreasonable to the extent that the 
factor north of the Ohio River crossings exceeded 27 cents. 


RATE ON COAL TAR 


Examiner S. A. Aplin in a proposed report in No. 19055, 
Barrett Company vs. Pennsylvania et al., has recommended that 
the Commission find that the rate charged on coal tar from 
Sparrows Point, Md., to Undercliff, N. J., was, and that the 
present rate is, and for the future will be unreasonable to the 
extent that they exceeded and exceed 18 cents, and award 
reparation. 


RATES ON LUMBER 


An award of reparation and rates for the future have been 
recommended by Examiner W. K. Berryman in No. 19286, 
Blanchard Lumber Company, Inc., vs. New York, New Haven & 
Hartford, on a finding that rates on lumber from Boston, Mass., 
to Putnam and New Haven, Conn., were, are and for the future 
will be unreasonable to the extent that they exceed 10 cents to 
Putnam and 14.5 cents to New Haven. Rates of 14.5 cents to 
Putnam and 18.5 cents to New Haven were assailed. 


RATE ON ASBESTOS SHINGLES, ETC. 


Dismissal of the complaint in No. 19060, Louisiana Western 
Lumber Company vs. Louisiana Western et al., has been recom- 
mended by Examiner F. A. Clifford in a finding that a class C 
rate of 84 cents was applicable on a shipment of asbestos shin- 
gles, hard artificial roof slate, and prepared roofing from Wau- 
kegan, Ill., to Lake Charles, La., and that it was not unreason- 
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able. The class C rate was charged but defendants sought to 
collect additional charges based on a fifth-class rate of $1.145. 
Reparation was sought to the basis of a subsequently established 
rate of 59 cents. 2 


RATES ON SAND 


In a proposed report in No. 18303, Price Sand Company vs. 
Atchison, Topeka & Santa Fe et al., Examiner Harris Fleming 
has recommended that the Commission find rates on sand from 
Price, Okla., to various destinations in Kansas and Missouri un- 
reasonable, for the past, present and future, to the extent that 
they exceeded, exceed or may exceed the rates contemporaneously 
maintained on like traffic from Sand Springs, Okla., to the same 
destinations and award reparation. 


GRAIN RATES VIA MILWAUKEE 


Examiner Paul O. Carter has recommended the dismissal 
of No. 17573, Charles A. Krause Milling Co. vs. Baltimore & Ohio 
et al., on a finding that the Commission has no power to require 
the defendants to establish, from Chicago, to destinations in 
eastern trunk line and New England territories, with transit at 
Milwaukee, through routes and joint reshipping rates on grain 
products and grain by-products, which are the same in amount 
as the reshipping rates, which defendants maintain from chicago 
and Milwaukee to the same destination territory. 

Further, the examiner said, the Commission should find the 
defendants’ failure to establish and maintain through routes 
and joint reshipping rates on grain products and grain by-prod- 
ucts from Chicago to the destination territories hereinbefore 
mentioned, with transit°at Milwaukee, which are the same in 
amount as the reshipping rates published and maintained from 
Milwaukee to the same destination territory, with transit at 
Chicago or Manitowoc, Wis., does not result in undue prejudice 
to the complainant, its traffic, or to Milwaukee. 

The complaint alleged that the failure of the carriers to 
publish such rates and routes resulted in the assessment and 
collection of charges which were unjust, unreasonable and un- 
duly prejudicial to the complainant and unduly preferential of 
shippers of like commodities at Chicago, Peoria, Ill., and Mani- 
towoc, Wis., and other points, their localities and their traffic, 
in violation of the first and third sections. 

Defendants took the position, the examiner said, that the 
Commission was without authority to prescribe such an adjust- 
ment as was sought because the carriers east of Chicago would 
be short-hauled. The examiner agreed with them. 


COTTON BALE COVERING RATES 


In a proposed report on No. 18957, Muscle Shoals (Ala.) 
Traffic Bureau vs. Alabama Central et al., Examiner J. Edgar 
Smith said the Commission should find all ratings, inbound 
and outbound, on cotton-bale ties, buckles, and coverings, bag- 
ging, higher than class A, were and are unjust and unreasonable 
and that all class A rates on shipments of such commodities be- 
tween interstate southern points and Sheffield and Tuscumbia, 
Ala., which exceeded, and exceed, rates contemporaneously main- 
tained to or from Memphis and Nashville, Tenn., whichever 
more distant point took, or takes, the higher rates, were, and are, 
unjust and unreasonable to the extent of such excess. He said 
reparation should be awarded. 

The complaint alleged that the rates on cotton-bale covering 
and cotton-bale ties, in carloads and less than carloads, between 
Sheffield and Tuscumbia and interstate southern points were 
unjust and unreasonable. The complainant asked for rates for 
the future and reparation. 


COTTON CONCENTRATION CHARGE 


Examiner Frank C. Weems has recommended the dismissal 
of No. 18801, Arkansas Cotton Trade Association vs. St. Louis- 
San Francisco et al., on a finding that the concentration charge 
of 5 cents per 100 pounds on cotton from points in southeastern 
Missouri and northeastern Arkansas, forwarded to compress 
companies in that territory, compressed, and reshipped to inter- 
state destinations, is not unreasonable or unduly prejudicial. 
The charge was alleged to be unduly preferential of cotton 
shippers, who, the examiner said, it was asserted, were not 
charged for such concentration services, particularly shippers 
at or adjacent to Hope, Fort Smith and Van Buren, Ark., near 
the Oklahoma border, and at points in Oklahoma. Weems said 
the prayer, in substance, was for the withdrawal of the con- 
centration charge and for an award of reparation, on shipments 
made since September 15, 1924. 


- DRESSED GRANITE RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner B. E. Stillwell in No. 
19196, Wholesale Granite Co. vs. Atlanta & West Point et al., 
as to a sixth class rate of 48 cents charged on a carload of 
dressed granite, in crates, from Lakewood Station, Ga., to 
Charleston, S. C., shipped in January, 1925. Complainant sought 
reparation to the basis of a commodity rate of 14 cents, mini- 


Vol. XL, No. 1 


mum 36,000 pounds, established May 5, 1925. The examiner said 
the Commission should find the rate assessed, claimed to have 
been charged on account of a tariff error, unreasonable to the 
extent it exceeded 14 cents and award reparation to that basis. 


ULSTER AND DELAWARE DIVISIONS 


Examiner William B. Wilbur, in No. 18779, Ulster and Dela- 
ware R. R. Co. vs. New York Central et al., has recommended 
that the Commission find the divisions accorded thé complainant 
out of joint passenger fares from and to the West 42nd Street 
Ferry on the West Shore, New York City, to and from points 
on the complaining road, since August 31, 1926, are, and for 
the future will be unjust, unreasonable and inequitable, but 
not unjustly discriminatory or unduly prejudicial; and that the 
just, reasonable and equitable divisions to be received by the 
complainant on and after August 31, 1926, would have been, 
are, and for the future will be 70 per cent of the through pas- 
senger fares. 

A like finding has been recommended as to the through 
rates on milk and cream on traffic originating on the Ulster and 
Delaware and the Delaware and Northern and delivered to the 
West Shore as the delivering carrier. 

At present the complainant, with lines in the Catskill 
mountain region, receives as its divisions out of the joint 
through passenger fares, its locals, amounting, the examiner 
said, to about 41 per cent of the revenue. Its divisions on 
the milk and cream rates range from 50 to 60 per cent of the 
through rates. The Delaware and Ulster asked for 70 per cent 
of the fares and rates as divisions for its relatively short hauls, 
on account of its difficult operating conditions and the light 
traffic density. It also asked for larger divisions and allowances 
on bituminous coal but the examiner said its divisions on that 
traffic should be found not unreasonable, unjustly discriminatory 
or unduly prejudicial. The larger divisions asked for, it was 
estimated, would yield the complainant $84,000 on passenger 
business and $70,000 on the milk and cream business, increasing 
its net railway operating income from 0.46 to 2.71 per cent on 
the basis of 1926 revenue. 


CANNED BLUEBERRY RATES 


Examiner B. E. Stillwell has recommended the dismissal of 
No. 19148, Bancker-Nicholls Brokerage Co. vs. Boston & Maine 
et al., on a finding that the rates charged on two carloads of 
canned blueberries, shipped from Island Pond, Vt., to Denver, 
Colo., in September, 1925, had not been shown to have been in 
violation of the interstate commerce act. 


TANK MATERIAL RATES 


Examiner W. H. Smith, in No. 16482, Parkersburg Rig & 
Reel Co. vs. Missouri-Kansas-Texas et al.; No. 17778, Same vs. 
Chicago, Rock Island & Pacific et al.; No. 16472, Same vs. 
Katy of Texas et al.; and No. 16523, Same vs. Texas & Pacific 
et al., said the Commission should find unreasonable the rate 
on iron and steel tank material, rig irons, and hoop or band 
iron, from and to points in Oklahoma and Texas and award 
reparation. He said the rates on tank material and hoop or 
band iron should be found unreasonable to the extent they 
exceeded rates for distances over the routes of movement com- 
puted under the scales prescribed on merchant iron and steel 
in Memphis Southwestern Investigation 77 I. C. C. 743, plus 
the fifth-class differential for hauls in differential territory; that 
the rates on rig irons were unreasonable to the extent they 
exceeded 85 per cent of the rates for distances over the routes 
of movement computed under the scale prescribed on Wwell- 
boring outfits in the same case, plus the class A differentials, 
for hauls in differential territory, on a 40,000 pound minimum, 
and plus an arbitrary of 2 cents for hauls over more than three 
independent line-haul carriers. 


FRISCO CONTROL OF LINES 


Acquisition by the St. Louis-San Francisco of control of the 
St. Louis, Kennett & Southeastern and of the Butler County 
Railroad Company, by purchase of capital stock and by lease, 
should be approved and authorized, Examiner Thomas F. Sul- 
livan has advised the Commission in a proposed report in 
finance Nos. 6244, 6245, and 6253. He also recommended that 
authority be granted to the Frisco to issue $650,000 of its prior 
lien mortgage 5 per cent bonds, series B, in payment for the 
stock of the Butler County. 

The St. Louis, Kennett & Southeastern, referred to as the 
Southeastern, extends from a connection with the Frisco at 
Kennett, Mo., to Piggott, Ark., a distance of about 17 miles. 
Connection is made at Piggott with the St. Louis Southwestern, 
called the Cotton Belt, and the Butler County. The Butler 
County extends from Piggott to Poplar Bluff, Mo., a distance of 
about 40 miles, with an 8-mile branch line from Osprey to Tip- 
perary, Ark. Connection is made at Piggott with the Cotton 
Belt and the Southeastern, and at Poplar Bluff with the Frisco 
and the Missouri Pacific. The examiner said the acquisition of 
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control sought would afford the Frisco a direct connection be- 
tween its lines at Kennett and Poplar Bluff. The Cotton Belt 
objected to the acquisition of control of the Southeastern by the 
Frisco unless the Commission’s order required that the “appli- 
cant shall (1) maintain the existing routes and channels of 
trade between the Cotton Belt and the Southeastern; (2) effec- 
tively preserve the competition of such through routes; (3) join 
and co-operate with the Cotton Belt in maintaining between 
Kennett and all points on or reached via the Cotton Belt or its 
affiliated or subsidiary lines through freight service via Piggott 
equal to the freight service available via any other route, in- 
cluding any route of the applicant, and (4) co-ordinate the 
schedule of the trains operated by the applicant over the South- 
eastern so that adequate competitive service shall be provided.” 
No objection was made to the acquisition of control by the 
Frisco of the Butler County. 

Examiner Sullivan said that, on behalf of the applicant, the 
testimony showed that of the trunk line carriers in the territory 
involved, including the Cotton Belt, none maintained through 
routes and joint rates via so-called “interior junction points,” 
such as Piggott. In other words, he continued, all the carriers 
established through rates from the principal gateways to points 
local to their lines so as to insure a long haul, but traffic mov- 
ing via a competing line and turned over to the delivering car- 
rier at an interior junction point moved on the combination of 
local rates based on that junction. The Frisco said it could meet 
any schedule that the Cotton Belt might have if it should be 
found necessary and economical to do so, and that it proposed 
to cancel the existing through rates via Piggott and to operate 
the Southeastern as an integral part of the Frisco system. In 
the light of the facts of record, according to the examiner, the 
attitude of the Frisco in the premises appeared to be fully 
justified. 

The Frisco proposes to buy the stock of the Southeastern 
for $300,000 cash, and the stock of the Butler County for 
$650,000. 


CONTROL OF MUSKEGON LINE 


Examiners R. R. Molster and A. C. Devoe, in a- proposed 
report in finance No. 6141, have recommended that the Com- 
mission find that acquisition by the Grand Trunk Western Rail- 
way Company and the Toledo, Saginaw & Muskegon Railway 
Company of control of the Muskegon Railway & Navigation 
Company will be in the public interest, and that assumption by 
the Grand Trunk Western and the Toledo, Saginaw & Western 
of obligation and liability in respect of securities of the Mus- 
kegon Railway & Navigation Company is necessary and appro- 
priate and compatible with the public interest. 

The Pere Marquette, intervener, contended that the pro- 
posals of the applicants were not in the public interest and 
would be inimical to its interests. The examiners said issues 
raised in the proceeding pertained to transportation conditions 
in the cities of Muskegon and Muskegon Heights, Muskegon 
county, Mich. Tracks now operated by the Muskegon Railway 
& Navigation Company aggregate approximately six miles. The 
report dealt in detail with the terminal situation involved. The 
Pere Marquette contended that the line should be open to all 
the railroads serving the district and that the applicants, itself 
and the Pennsylvania should jointly support the operation of 
the belt line. The examiners said it was not to be assumed 
that the properties to be acquired would be operated, under con- 
trol of applicants, in a manner contrary to representations made 
to the Commission to the effect that the applicants would not 
interfere with opportunities to obtain traffic now enjoyed by 
their competitors, and that approval of the application should 
be made with that understanding. 


SHORT TERM NOTE RULING 


(Continued from page 18) 


standing notes of a maturity of two years or less) not more than 
5 per cent of the par value of the securities of the carrier then 
outstanding. 


At the time the Commission’s order in the proceeding was 
entered, the report said, the par value of the company’s securi- 
ties, excluding notes of a maturity of two years or less, was 
$18,549,500. The Commission said that, under paragraph 9 of 
section 20a, the company was entitled to issue without authori- 
zation short-term notes aggregating not more than 5 per cent of 
the par value of its securities. The report said it appeared 
the company then had outstanding $925,000 of short-term notes, 
or only $2,475 less than 5 per cent of the par value of its securi- 
ties then outstanding, exclusive of the short-term notes. It was 
therefore necessary, the report said, for the company to obtain 
authority of the Commission before issuing the $2,000,000 of 
notes as requested by the application. 

The company took the position, according to the report, that 
the notes issued under authority of the Commission, although 
maturing not more than two years after date, were not to be 
included in determining the aggregate of notes of a maturity 
of two years or less that might be issued under paragraph 9 
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without authorization, and that it had a right without such 
authorization to issue, in addition to the notes authorized, 
short-term notes aggregating at any one time not more than 
5 per cent of its securities then outstanding. 

The Commission said it was unable to accept the company’s 
interpretation of the provisions of paragraph 9 or to concede 
that it had the right to issue short-ten notes as proposed. 

“Clearly,” the Commission said, “in determining the amount 
of notes that may be issued without our authority, there is no 
warrant in view of the plain letter of the law, for excluding 
from ‘all other than outstanding notes of a maturity of two 
years or less,’ notes of such maturity issued under our authority.” 

The Commission held that the company had not shown the 
necessity for issuing notes, in addition to those heretofore - 
authorized, in excess of $525,000. 


OREGON CONSTRUCTION CASES 


New proposals with reference to construction and operation 
of new lines of railroad in Oregon have been placed before the 
Commission by the Oregon Trunk, which is controlled by the 
Great Northern and the Northern Pacific. The Oregon Trunk 
has asked to be relieved from the certificate of convenience 
and necessity authorizing it to construct a line of railroad from 
Bend to Klamath Falls, Ore., by way of Paunina, Ore. Con- 
struction of this line was begun May 24 by the Oregon Trunk. 
The Great Northern has asked authority to assume this cer- 
tificate. 

The Great Northern, in another application, has asked au- 
thority to operate over the lines of the S. P. & S. between Fort 
Wright Junction and Wishram and between Wishram and Van- 
couver, Wash; and over the lines of the Oregon Trunk, be- 
tween Wishram, Wash., and South Junction, Ore., and between 
Metolius, Ore., and Bend, Ore., and over the line of the Des 
Chutes Railroad Company between South Junction, Ore., and 
Metolius, Ore. This arrangement, the Great Northern said, 
would have the effect of extending its operations to a point of 
connection with the new line to be constructed from Bend. The 
Great Northern said it and the Oregon Trunk had negotiated an 
agreement with the Southern Pacific Company and the Central 
Pacific Railway Company whereby either the Oregon Trunk or 
the Great Northern, after constructing the extension from Bend 
as far as Paunina, would be permitted to connect the same with 
the Natron line of the Southern Pacific at or near Paunina and 
to operate over the Natron line between Paunina and Klamath 
Falls upon payment of one-half of 5 per cent per annum on the 
cost of the Natron line and a use proportion of operating ex- 
penses and taxes. The Great Northern said the Oregon Trunk 
and itself had entered into an agreement with the Southern 
Pacific for transfer by the Southern Pacific to the Oregon Trunk 
or to the Great Northern, if the Commission approved the pro- 
posals outlined, of one-half of the capital stock of the Oregon, 
California & Eastern, for one-half of the cost to the Southern 
Pacific of the stock in question. This stock will cost from $900,- 
000 to $1,000,000, the Great Northern said. 

The Great Northern said that, as a result of that purchase, 
and approval of the application, the Great Northern would have 
equal access with the S. P. to all the timber tributary to the line 
of the Oregon, California & Eastern. 

The Shevlin Hixon Company, the Great Northern said, had 
a logging road connecting with the Oregon Trunk at Bend and 
extending therefrom a distance of about 25 miles, and it pro- 
poses to buy a three-fourths interest in that road and to operate 
thereover, and to extend the line to Paunina in lieu of construct- 
ing a railroad for the entire distance from Bend to Paunina. 

Generally speaking, the Great Northern indicated that it be- 
lieved that what it proposed doing would meet views that had 
been expressed by the Commission in the Oregon construction 
cases and provide transportation for the territory involved. 


SUSPENDED TARIFFS 


A fight about rates on liuid asphalt and road oil, from 
south coast California points:of origin to Kansas City and St. 
Louis, in which the Standard Oil Co. (Calif.) took one side and 
the Standard Oil Co. (Ind.) took the other, has resulted in 
the creation of I. and S. No. 2941, asphalt and petroleum road 
oil from south Pacific coast territory and intermediate points 
to Kansas City and St. Louis. The Commission, in that case, 
has suspended proposed rates of 55 cents to Kansas City and 
60 cents to St. Louis, from July 1 to February 1. The present 
rate to both points is 75 cents. 

Protests against the reduced rates were made by Standard 
of Indiana, New Orleans Refining Co., Mexican Petroleum Cor- 
poration, the Chicago & Alton, the Illinois Central and the 
Burlington. The tariff to which they objected is supplement 
No. 7 to Toll’s I. C. C. No. 11882. The Standard of California 
asked that the tariff be not suspended. It compared the pro- 
posed rates with those in effect from other points and con- 
tended that the 75-cent rate was too high and prevented the 
movement of liquid asphalt and road oil to points of large con- 
sumption. The Standard of Indiana claimed the proposed rates 
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would be too low in comparison with rates from other points 
of production. 

The New Orleans protestant said the proposed rates would 
permit the California refineries to dump large quanties of cheap 
asphalt and give the California shippers a large advantage. The 
Mexican Petroleum Corporation said the rates were apt to dis- 
rupt the entire asphalt adjustment and cause discriminations. 

The carriers, in answer to a request for an explanation as, 
to how they intended to justify fourth section departures at 
intermediate points, told the Commission that they would reduce 
the rates at intermediate points and thereby clear the fourth 
section. 


The Commission, in I. and S. No. 2938, has suspended the 
tariffs of individual carriers and Glenn’s I. C. C. No. A-586, from 
July 1 to February 1. The suspended tariffs propose uniform 
rules and charges for weighing and reweighing loaded and empty 
cars in lieu of the varying rules and charges of individual car- 
riers in Southern Classification territory. This case will be 
similar to I. and S. No. 2918, the tolerance allowance case in 
Official Classification territory. 

In Commission, in I. and S. No. 2442, has suspended tariffs 
on oyster shells, crushed and ground, and other than crushed 
and ground, filed in purported compliance with the Commis- 
sion’s decision in No. 16295, fertilizers and fertilizer materials 
between southern points, from July 1 to February 1, largely on 
the protests of manufacturers of poultry feed. It has declined 
to suspend other tariffs filed in compliance with the report in 
the general fertilizer case. 


In I. and S. No. 2937, the Commission has suspended from 
June 30 until January 36 schedules as published in Agent J. H. 
Glenn’s tariff I. C. C. No. A-614 and supplements Nos. 1, 2 and 3 
thereto. The suspended schedules propose changes, both in- 
creases and reductions, in proportional rates on stone and mar- 
ble, carloads, between Jacksonville, Fla., and points in Florida, 
also to cancel the application of the so-called Jones combination 
te for constructing joint through rates. The following is illus- 
trative: 


Rough stone form Jacksonville, Fla. (from beyond, to Tampa, Fla., 
present 9, proposed 16; Orlando, Fla., present 8.65, proposed 13; 
chiseled, dressed or hammered stone, to Tampa, Fla., present 13%, 
proposed 18; Orlando, Fla., present 18, proposed 15. Rates in cents 
per 100 pounds. 


In I. and S. No. 2939, the Commission has suspended from 
July 1 until February 1 schedules as published in the following 
tariffs: J. J. Cottrell, agent, supplements Nos. 17 and 18 to 
I. C. C. No. 467; I. C. C. No. 681. The suspended schedules pro- 
pose to increase rates on horse-drawn vehicles from North Caro- 
lina and Virginia points to southern and eastern points The 
following is illustrative: 


Rates in cents per 100 pounds on farm wagons and carts, C. L., 
from South Clarksville, Va., to Aberdeen, N. C., present 3514, pro- 
posed 43; Charleston, S. C., present 25, proposed 45; Durham, N. C., 
present 1814, proposed 38%. 


In I. and S. No. 2940, the Commission has suspended from 
July 1 until February 1 schedules as published in the following 
tariffs: Supplement No. 2 to the Baltimore & Ohio Railroad 
Company’s I. C. C. No. W. L. 9728; supplements Nos. 4 and 5 
to the Pennsylvania Railroad Company’s I. C. C. F-2045, and 
other schedules of individual carriers. The suspended schedules 
propose to increase the rates on lime, common, agricultural and 
fluxing, carloads, from various Ohio producing points to Savanna, 
Ill., and related points. The following is illustrative: 


Lime, common, carloads, rates in cents per 100 pounds, from San- 
on  ccauamaaaaa and Carey, O., to Savanna, Ill., present 18, pro- 
pose , 


In I. and S. No. 2936, the Commission has suspended from 
June 25 until January 25 schedules as published in supplement 
Nos. 5 and 6 to joint tariff Agent C. W. Galligan’s I. C. C. No. 
86 and Agent B. T. Jones’ I. C. C. No. 1836. The suspended 
schedules propose to increase the rates on petroleum and petrol- 
eum products, carloads, from points in Illinois, Indiana and 
Missouri to destinations on the Louisville & Nashville in Mis- 
sissippi Valley terrtory, on shipments routed in connection with 
that carrier. The following statement is illustrative: 


Rates in cents per 100 pounds, from St. Louis, Mo., to Pensa- 
cola, Fla., and New Orleans, La., present 41.5, proposed 60.5; from 
Chicago, Ill., to Pensacola, Fla., and New Orleans, La., present 47.5, 
proposed 64. 


PETITIONS FOR REHEARING, ETC. 


The Illinois Central, Alabama Great Southern, Louisville & 
Nashville, Southern and other carriers named as defendants in 
No. 16505, Alabama Mining Institute vs. Illinois Central et al., 
have asked the Commission for postponement of effective date 
of order, from August 5, 1927, to August 20, 1927. 

The Southern, defendant in No. 17522, Traffic Bureau-Cham- 
ber of Commerce, Lynchburg, Va., vs. Southern et al., has asked 


the Commission to grant a reconsideration on the record as made 
therein. 
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The Baltimore & Ohio; Chicago, Indianapolis & Louisville; 
Cincinnati, Indianapolis & Western; Cleveland, Cincinnati, Chi- 
cago & St. Louis; New York, Chicago & St. Louis; Pennsyl- 
vania; Wabash; and New York Central, defendants in No. 19449, 
American Zinc Products Co. vs. Baltimore & Ohio et al., have 
asked the Commission to grant a further hearing herein, to 
permit them to present their defense of this complaint, and that 
the time for filing of briefs herein, fixed by the examiner as 
July 8, 1927, be extended accordingly. 

The Central Railroad of New Jersey, Delaware & Hudson, 
Delaware, Lackawanna & Western, Erie, Lackawanna & Wyoming 
Valley, Lehigh & New England, New York Central, New York, 
Ontario & Western, Reading and Wilkes-Barre & Eastern, have 
asked the Commission in No. 15006, Rates, Charges, Regulations 
and Practices Governing the Transportation of Anthracite Coal, 
to enter an order permitting the establishment of rates of $2.65 
per gross ton on prepared sizes of anthracite coal on all one-line 
routes from all points on the lines of petitioners in the Wyo- 
ming, Lehigh and Schuylkill anthracite regions to Albany, Troy, 
Mechanicsville, Utica, Syracuse, Geneva, Hornell and other 
points customarily taking the same rates and to points on the 
Utica, Clinton & Binghampton railroad via lines of Delaware & 
Hudson and New York, Ontario & Western, and rates to the 
same points of $2.78 per gross ton via all other routes from 
points on the lines of petitioners involving two or more lines. 

The Northwestern Pacific, defendant in No. 14020, J. D. Hol- 
lingshead Co. vs. Aberdeen & Rockfish et al., has asked the Com- 
mission for further modification of decision and order entered 
March 7, 1924. 

The complainants, for the second time, in No. 17661, Badger 
Lumber & Coal Co. et al. vs. Santa Fe et al., have asked the 
Commission for reconsideration of question of overcharge in 
violation of section 6 of the act on shipments of magnesite 
stucco moved in the third year prior to filing of complaint, which 
are excluded from the award of reparation under section 1 cov- 
ering the statutory two-year period. 

The Hamersley Manufacturing Co. and Clifton Paper Mills, 
complainants in No. 16531, Hamersley Manufacturing Co. vs. 
Erie et al., and No. 17326, Clifton Paper Mills vs. New York, 
Susquehanna & Western et al., have asked the Commission for 
reconsideration and modification of its report and order dated 
May 7, 1927, and for reargument before the Commission. 


COMMISSION ORDERS 


The petition of complainants in No. 14995, Phillips Petroleum 
Co. vs. Santa Fe et al., for modification of the order entered 
therein on April 4, 1927, has been denied. 

The order entered in No. 17929, White Eagle Oil & Refining 
Co. vs. Santa Fe et al., on May 18, 1927, which was by its terms 
made effective July 14, 1927, has been modified so that it will be- 
come effective on July 20, 1927. 


The order entered in No. 16048, Iliff-Bruff Chemical Co. et 
al. vs. Chicago & Eastern Illinois et al., on July 9, 1926, and 
which was subsequently modified to become effective on July 29, 
1927, has been further modified so that it will become effective 
on September 29, 1927. 

The order entered in No. 16112, Ogden Grain Exchange vs. 
Abilene & Southern et al., dated March 15, 1927, has been modi- 
fied by postponing until the further order of the Commission 
section (2) of the third paragraph of said order, and by adding 
to the end of the fifth paragraph of said order the following: 


Provided, That the resulting through rates from Colorado com- 
mon points and from the aforesaid points of origin in Utah, Idaho 
and Oregon to destinations in Texas, Oklahoma, Arkansas, Louisi- 
ana and Mississippi shall not exceed the present through rates as 
maxima. 


In No. 13413, in the matter of the automatic train control 
devices, the Commission has entered orders extending to De- 
cember 31, 1927, the time within which the Long Island, the 
Erie, and the Delaware & Hudson shall comply with the Com- 
mission’s order of January 14, 1924, and to December 1, 1927, 
with respect to the Chicago, Indianapolis & Louisville. 


The order entered in No. 16531, the Hamersley Manufactur- 
ing Co. vs. Erie et al., and No. 17328, Clifton Paper Mills vs. 
New York, Susquehanna & Western et al., on May 7, 1927, in 
so far as it requires defendants therein to establish for the 
future a rate of 10.5 cents per 100 pounds on woodpulp, in car- 
loads, from Hoboken, N. J., to Garfield, N. J., has been postponed 
indefinitely. 

The petition of the Longview, Portland & Northern in finance 
No. 2828, construction of line by Longview, Portland & Northern, 
for further consideration of its request to retain excess earnings, 
has been denied. 

The defendant, the Great Northern, in No. 11398, Clear Lake 
Lumber Co. vs. Director-General, as agent, Puget Sound & 
Cascade et al., has been authorized and directed to pay unto com- 
plainant, Clear Lake Lumber Co., on or before July 28, 1927, 
the sum of $7,186.96, with interest thereon at the rate of six 
per cent per annum from February 1, 1921, as reparation on 
account of unduly prejudicial rates charged for the transporta- 
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tion of numerous carloads of lumber and other forest products 
from Clear Lake, Wash., to destinations on the lines of the 
Great Northern west of Minnesota Transfer, Minn. 

The St. Louis Chamber of Commerce, St. Louis Live Stock 
Exchange and St. Louis National Stock Yard have been per- 
mitted to intervene in No. 16746, Independent Slaughterers’ 
Traffic Assn. et al. vs. New York Central et al., No. 16844 (and 
Sub. Nos. 1 to 3, incl.), Swift & Co. et al. vs. Santa Fe et al., 
and No. 17411 (and Sub. Nos. 1 to 3, incl.), Kennett-Murray 
Live Stock Buying Organization et al. vs. Akron, Canton & 
Youngstown et al., for the purpose of participating in oral argu- 
ment in these proceedings and in any further proceedings 
therein. 

The complainants’ petition in No. 15255 (and Sub. 1), Chest- 
nut & Smith Corp. et al. vs. Aberdeen & Rockfish et al., for 
modification of the order entered therein on April 4, 1927, has 
been denied; the proceedings reopened for further hearing; and, 
the order heretofore entered herein on April 4, 1927, as amended 
by order entered on June 1, 1927, has been canceled. 

The Upper Mississippi and St. Croix River Improvement 
Commission of Minnesota has been permitted to intervene in No. 
19017, Inland Waterways Corporation, operating Mississippi- 
Warrior Service, vs. Chicago Great Western et al., for the sole 
purpose of participating in oral argument, now assigned for 
July 7, at office of Commission, Washington, D. C. 

The Texas & Pacific has been dismissed as a party defendant 
in No. 19468, Acme Hay & Mill Feed Co. et al. vs. Santa Fe et al. 

The Norfolk Southern has been permitted to intervene in 
No. 19480, Inland Waterways Corp., operating Miss.-Warrior 
Service et al., vs. Alabama Great Southern et al. 

The Peoria Association of Commerce has been permitted 
to intervene in No. 19561 (Sub. 1), Luckenbach Steamship Co., 
Inc., et al. vs. Lehigh Valley et al. 

The Commission has reopened and consolidated with Grain 
and Grain Prodycts Within Western District and for Export, No. 
17000, Rate Structure Investigation, Part 7, No. 16112, Ogden 
Grain Exchange vs. Abilene & Southern et al. 

The Champion Fibre Co. has been permitted to intervene in 
No. 19640, the Mathieson Alkali Works vs. Louisville & Nash- 
ville et al. 

The Albers Bros. Milling Co. has been permitted to inter- 
vene in No. 19263, Taylor Milling Co. et al. vs. Santa Fe et al. 

The Public Utilities Commission of Idaho has been per- 
mitted to intervene in No. 19680, Public Service Commission of 
Oregon vs. Central Pacific et al. 

The Myles Salt Co., Ltd., has been permitted to intervene 
in No. 18668, Oklahoma City Chamber of Commerce et al. vs. 
Arkansas Valley Interurban et al. 

The American Fruit and Vegetable Shippers’ Assn., Mobile 
Chamber of Commerce and Business League, Mexico Trader 
Steamship Co. and Growers’ & Shippers’ League of Florida have 
been permitted to intervene in No. 19688, Fruit Dispatch Co. 
et al. vs. Aberdeen & Rockfish et al. 


The Tribune Co., Tonawanda Paper Co., Inc., and the On- 
tario Paper Co., Ltd., have been permitted to intervene in No. 
19694, The St. Regis Paper Co. vs. Santa Fe et al. 

Fletcher, Wiest & Co. has been permitted to intervene in 
No. 19595, Atlantic Fish Co. et al. vs. Canadian National et al. 

Armour & Co. has been permitted to intervene in No. 19646, 
Gopher State Canneries, Inc., vs. Santa Fe et al. 


The joint petition of Agents B. T. Jones and E. B. Boyd, 
dated May 23, 1927, for a modification of fourth section order 
No. 9474, plaster and gypsum products from points in Iowa, 
Michigan and Ohio, entered in fourth section application 12704, 
has been denied. 


UPPER BARGE LINE CASE 


Counsel for the northwestern railroads that are defendants 
and interveners in No. 19017, Inland Waterways Corporation vs. 
Chicago Great Western et al., and the cases grouped therewith, 
in a reply brief to exceptions to the report proposed by Attorney- 
Examiner Howell recommending dismissal of. the complaints, 
said that from the record in the cases, the following conclusions 
were inescapable: 


(1) The through barge and rail rate routes and joint rates sought 
are not in the public interest. 

(2) The Commission has no evidence upon which to fix either 
———— reasonable barge and rail rates, or equitable divisions of 
such rates. 


“The attorney-examiner,” counsel said, “who heard the 
cases and who is thoroughly familiar with the evidence, has 
written a very able report recommending that the complaints be 
dismissed. Not one persuasive reason has been advanced to 
show that his conclusions are wrong. The duty of the Commis- 
sion in these circumstances is clear.” 

After elaborating on the contention that the proposed routes 
were not necessary and would offer nothing from the stand- 
point of improved service, counsel said there was “a popular 
fallacy that water transportation is a magic means of lessen- 
ing the cost of transportation.” Lake and ocean transportation 





THE TRAFFIC WORLD 23 





is cheap where there is a movement of traffic in volume and 
the distances traversed are great, according to counsel. 

“This may be the basis of the notion that river transporta- 
tion is likewise economical,” counsel continued. “But the truth 
is that river transportation has not proved its worth. For eight 
years complainant, either under its present name or some other 
name, has been operating on the lower Mississippi. It has had 
the financial backing of the United States government. It has 
been able to operate practically throughout the year. It has 
handled a large volume of business, with an average haul of 
approximately 1,000 miles. It has had no taxes to pay; no 
roadway to maintain. In spite of these favorable conditions, 
barge operation on the lower river, even under complainant’s 
own theories of assigning costs, is just now beginning to pay 
its own way. During its operations on the Warrior, covering 
several years, it has at all times incurred a deficit. 

“On the upper river the chances of continued barge opera- 
tion without governmental or municipal subsidy are remote. The 
haul is about one-fourth of that on the lower river; the antici- 
pated tonnage is much less; the capacity of the barges is con- 
siderably below those used on the lower river; uninterrupted 
service throughout the year is out of the question; and the dif- 
ficulties of navigation are so great that the feasibility of suc- 
cessful operation is still unproven.” 

Declaring that if part of their present revenues were di- 
verted to the upper barge line, the railroads must recoup their 
losses on other traffic or eventually have their service impaired, 
counsel said all the people living in the territories that the 
rail lines served must suffer in one way or another if the 
comparatively small number of shippers who could use the 
barge line were to have differential rates. 

“The favoring of the Chicago, Dubuque and Twin Cities 
interests at the expense of other shippers served by these rail- 
roads who cannot take advantage of the low rail and barge 
rates, is hardly consonant with the public interest,” said counsel. 
“This is quite true aside from the fact that the railroads have 
the right to live and to earn a profit on the property that they 
devote to the uses of the public.” 


FINANCE APPLICATIONS 


The Southern Pacific Company has applied for authority to issue 
and sell $5,786,000 of 4% per cent equipment trust certificates to 
the highest bidders, the Mellon National Bank of Pittsburgh, Pa., 
and Salomon Brothers & Hutzler, of New York City, at 99.52 per 
cent and accrued dividends. The proceeds will be applied on pur- 
chase of equipment costing approximately $8,905,000. 

The Quanah, Acme & Pacific has applied for authority to issue 
500 shares of capital stock with par value of $100 a share, the pro- 
ceeds of which will be used to defray part of the construction cost 
of applicant’s extension from MacBain to Floydada, Tex. 

The Seaboard Air Line has applied for authority to issue and 
sell $850,000 of 4% per cent equipment trust certificates. The cer- 
tificates have been sold to Dillon, Read & ang gf at 97.60 per cent 
of face amount and actrued dividends, subject to the approval of the 
Commission. Proceeds of the sale will be applied on the purchase of 
25 switching locomotives. 

The New York, Susquehanna & Western has applied for authority 
to abandon a branch line from Delaware Junction to Delaware, Pas ae 
a distance of approximately 3 miles. 

The Kinder & Northwestern has applied for authority to abandon 
its two-mile railroad extending from Kinder to Emad, " 

The Long Island has applied for authority to issue and sell $3,765,- 
000 of 4% per cent equipment trust certificates at 99.391 per cent 
of par and accrued dividends to the Mellon National Bank, of Pitts- 
burgh, Pa., to highest bidder. 


UNCONTESTED FINANCE CASES 


The Rock Island-Frisco Terminal Railway Company has been 
authorized to issue $3,390,000 of first mortgage 4% per cent gold bonds 
and to sell them at not less than 94 per cent of par and accrued in- 
terest. The Rock Island and the Frisco have been authorized to guar- 
antee the bonds. 

The Prescott & Northwestern has been authorized to issue $76,000 
of 6 oer cent first mortgage bonds at not less than par and accrued 
interest. 

By supplemental order, the Commission has authorized the Erie 
to use $10,685,550 of proceeds of the issue of $50,000,000 of bonds re- 
cently authorized toward payment of its vouchers and for cash bal- 
ances in various banks. 

The Commission has extended to October 1, 1927, and October 1, 
1928, the time within which the Port Angeles Western shall com- 
mence and complete construction of an extension. 


VALUATION OF RAILROADS 


The Trafic World Washington Bureau 


The last of the tentative valuation reports on existing rail- 
roads probably will be issued by the Commission in July, thus 
making good promise of the Commission to Congress that if 
sufficient funds were appropriated for the work, the valuation 
program could be fulfilled to the extent of completing the tenta- 
tive valuations by 1928. The issuance of the last tentative valu- 
ation report will permit a recapitulation to be made showing the 
total of the final valuation set forth in the tentative reports. 
These valuations apply to the properties as of different years in 
the period 1914-1921. It is believed that the total of the valua- 
tions, as of those varying dates, will be in the neighborhood of 
$18,000,000,000. When Commissioner Lewis, who has supervi- 
sion of the valuation work, appeared before the House commit- 
tee on appropriations at the last session of Congress, he esti- 
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mated, roughly, that the value of the railroads as a whole at 
that time, on the basis of the information developed in the valu- 
ation work, plus net additions to properties, would run about 
$22,000,000,000. 

Completion of the primary valuations of the railroads in 
two or three years was promised by the Commission in 1924 
when its representatives appeared before the appropriation com- 
mittee. A so-called three-year program was approved by the+ 
committee, providing for appropriations of certain amounts each 
year. Commissioner Lewis estimated that, at the conclusion of 
the three-year program—1928—the cost to the government on 
account of valuation work would be approximately $30,000,000. 
The railroads have spent about $90,000,000 on valuation work. 

When the tentative valuations have been made final, the 
task confronting the Commission then will be that of bringing 
the valuations up to date and of keeping them current. That 
part of the work, however, can not be done with certainty until 
the Supreme Court of the United States has settled the points 
in controversy between the Commission and the railroads re- 
lating to determination of value. 


FINAL VALUATION REPORTS 


Valuation Docket No. 963, Vermont International Telegraph Com- 
pany, opinion No. B-532, 125 I. C. C. 164-70, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $11,750, as of June 30, 1916. 

Valuation Docket No. 911, Washington Run Railroad Company, 
opinion No. B-533, 125 I. C. C. 171-82, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $271,000, as of June 30, 1918. 


TENTATIVE VALUATION REPORTS 


The Philadelphia Belt Line R. R. Co., as of June 30, 1918, total 
owned property, $265,000; total used property, $268,360. 

Rawlesburg & Southern Railroad Company, as of June 30, 1918, 
owned and used property, $84,250. 

Athens (Ga.) Terminal Company, as of June 30, 1918, total owned 
property, $197,000; total used property, $200,300. 


CHICAGO TERMINALS REPORT 


“Chicago’s ranking as the foremost crossroads of commerce 
is conclusively revealed in the report just made public by the 
Committee on Coordination of Chicago Terminals,” according to 
T. W. Evans, vice-president of the Indiana Harbor Belt Railroad 
and chairman of the terminals survey committee. The report 
is the result of three years of study and analysis and an ex- 
penditure of upwards of $75,000. In many respects, says the 
Western Railways’ Committee on Public Relations, it is the most 
complete inventory and appraisal of Chicago’s traffic facilities 
and position ever made, “and the figures collected and marshaled 
into a convenient volume are expected to be of much value to 
business executives and to city planning students.” It con- 
tinues as follows: 


Chicago’s industrial pre-eminence and its position as the hub 
of distribution is most emphatically shown by the committee’s 
analysis of the movements of traffic through the terminal district 
which reveals that 87 per cent of the 34,791 freight cars having daily 
movement of some kind in the 1,750 square miles served by the 
terminals are in aid of Chicago production or distribution—only one 
car in every eight moved here merely passing through the terminals 
between other points of origin and destination. 

The daily task of handling this terminal movement is carried on 
by 82,850 employes. Some 307 freight trains arrive and 302 depart 
daily from the district, such trains being composed of cars which 
must be directed to, and delivered to, over 5,000 possible points of 
destination, while freight originates at an equal number of starting 
points. A total of 2,349 train movements of freight take place within 
the district every day, involving a performance of 1,150,138 freight 
car miles daily. The power devoted to the terminal movement con- 
sists of 701 locomotives which are constantly on duty with the neces- 
sary crews. 

Growing with the city, the terminal trackage in the Chicago 
district has reached a total of 7,726 miles, greater than the total 
mileage of all but a few of the greater railway systems. These 
thousands of miles of track and sidings link into one steel net work 
more than 4,330 industries directly served, as well as the thousands of 
smaller concerns served through freight houses. 

The district is crescent shaped, extending from Waukegan to 
Porter, Indiana. Thirty-two lines of steam railroad radiate through 
it like the ribs of a gigantic fan, which are bound together by the 
belt railroads hooking up the trunk lines. In the district is unloaded 
6% per cent of all the railway freight handled in the United States 
and 4% per cent is loaded here for dispatch to the markets of 
America and the world. 

Despite the complexities of the terminal movement, the report 
reveals that the movement of traffic is continuous and subject to a 
minimum of friction and delay. The figures disclose that the great 
traffic density on the lines within the terminal district is accom- 
panied by swift and balanced movement, the various carriers re- 
taining their authorities and their individual responsibilities to 
shippers, but working together to insure the greatest efficiency in the 
general dispatch of terminal business. 

It is the first detailed study of any railway terminal district of 
such great dimensions. The traffic movements studied were those 
of a representative period. For purposes of comparison and analysis 
the traffic has been subdivided into inbound local, outbound local, 
intra terminal and through freight. The inbound freight is found 
to consist of a daily stream of 7,893 inbound local loaded cars, of 
which 6,025, or 76 per cent, are destined for delivery to individual 
industries, 1,108 for delivery to freight houses and 760 for team tracks. 

Of the daily outflow of 4,811 outbound loaded local cars, 2,429, or 
50% per cent, come from industries, 2,118 from freight houses and 
264 from team tracks. The intra terminal traffic, originating within 
the district and delivered within the district, a movement which 
reveals the extent to which industries within the district contribue 
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raw materials to each other for other processes and more intensive 
fabrication, consists of 3,634 loaded cars daily. 

The extent to which the operating forces of the district avoid 
the movement of empty cars is shown by the fact that of 8,296 cars 
loaded within the district daily, 70 per cent have previously been 
unloaded here. 

The belt lines are responsible for the fact revealed in the report 
that 93 per cent of the through traffic is so routed as to travel 
ten miles or further from the down town zone of Chicago. Chicago 
has long been one of the great gateways for continental traffic 
movement and the extent to which this interchange is taken care 
of on the outskirts of the terminal district is fully shown in the 
report of the coordination committee. By this system of routing 
through traffic ’round the district the delays of interchange in the 
yards have been so reduced that the average number of times a 
ear is “‘yarded” is only 2.8 per cent. ; 

The less than carload tonnage handled in the district, highly 
finished merchandise as a rule, amounts to 11,670 tons inbound and 
17,830 tons outbound daily. This class of freight requires the maxi- 
mum ‘of working and attention in the freight houses. The report 
shows that the speed of this freight service has been largely respon- 
sible for the wide radius of Chicago’s merchandising territory. 

Chicago’s importance as a consumer of American raw products is 
indicated in the tables of the report showing the relation of loaded 
and empty car movement, where 79 per cent of inbound cars are 
found to be loaded and only 58 per cent of outbound are loaded. The 
percentages of loaded and empty in the intra terminal movement of 
freight, on the other hand, are more evenly balanced—running 58 
per cent loaded and 42 per cent empty. - 

The number of cars placed in the district daily for unloading is 
11,527 and the daily unloadings run 11,378. As a consumer of fuel 
for power, which is used-in the manufacture of goods sent out of 
the district, a large part of Chicago’s inbound freight must consist 
of coal. The report finds that 28.9 per cent of Chicago inbound 
freight traffic consists of loaded coal cars, and 10.8 per cent is live 
stock. 

In outbound traffic, merchandise leads with 40 per cent of out- 
bound loaded cars. The report reveals that the flow. of traffic is 
such that the heaviest arrivals of inbound freight are between mid- 
night and 4 a. m. The departures are heaviest between 8 p. m. 
and midnight. Sunday is the day of greatest total traffic move- 
ment. The more technical parts of the report deal very largely with 
the interchange of traffic between carriers and the economies of 
operation in transfer, classification and break-up yards, also the 
making up of trains and their dispatch. It is found that 61 per 
cent of traffic interchange is conducted directly ,between carriers 
without the intervention of a third railroad or terminal agency. 

The report sets out in detail the joint agreements for the mutual 
and reciprocal use of terminal facilities throughout the district. In 
summary of these exhibits of cooperation the statement is made 
that the facts show that the operations of the district have been 
conducted so as to give first consideration to the needs of Chicago 
commerce. 


SOUTHERN CLASS RATES 


Opposition to modification of the group boundary line be- 
tween groups 8-A and 8-B, shown in Appendix 1, first supple- 
mental report in No. 13494, Southern Class Rate Investigation, 
so as to throw the line of the Greenville & Northern into group 
8-A instead of 8-B, was expressed by the Southern, Seaboard 
Air Line, Atlantic Coast Line, and Charleston & Western Caro- 
lina in a reply to a petition filed by J. A. Streyer, traffic man- 
ager of the American Short Line Railroad Association. The 
carriers said they had fully considered the proposed modification 
and had reached the conclusion such a change would be 
inadvisable on account of the effect of establishing rates to 
points on the Greenville & Northern lower than to points on 
standard lines for similar and shorter distances. 

The traffic bureau of the Valdosta (Ga.) Chamber of Com- 
merce, Inc., has replied to a petition filed by the Albany (Ga.) 
Chamber of Commerce seeking to have Albany transferred from 
Group 12 to Group 11 in connection with the interterritorial class 
rates to and from eastern territory. Valdosta is opposed to the 
proposed change. 


FREIGHT COMMODITY STATISTICS 

For the quarter ended March 31, 1927, Class I railroads 
originated 299,915,665 tons of freight as compared with 279,- 
999,979 tons for the corresponding period of 1926, and carried 
567,511,013 tons as compared with 537,012,536 tons in the cor- 
responding period of 1926, according to the Commission’s quar- 
terly statement, prepared by its bureau of statistics, on freight 
commodity statistics. : 

Below will be found a comparison, by general groups of com- 


modities, of the tonnage transported during the first quarter in 1927, 
with the corresponding period in 1926: 


Number of Tons Originated 
1) 2) 


Groups of Commodities ( ( (3) 
Products of agriculture .......... 25,506,056 24,418,779 4.45 
Animals and products............ 6,177,068 6,252,932 *1.21 
Products of mines. .......ccecece- 165,897,128 144,777,582 14.59 
ProGucts Of 10Teg@ts...< 6c. essccess 25,587,387 27,183,932 *5.87 
Manufactures and miscellaneous. 67,679,317 67,887,329 *.31 
Pe yr a a eee 9,068,709 9,479,425 *4.33 

WE oe ah sh Vices nawesseeres 299,915,665 279,999,979 7.11 

Total tons carried 
Products of agriculture .......... 52,585,844 51,212,878 2.68 
Animals and products............ 10,927,213 11,138,811 *1.90 


Products of mines.............<.- 308,959,725 


276,639,479 11.68 
Products of forests.............. 48,419,354 


50,514,110 *4.15 





Manufactures and miscellaneous. 131,095,949 131,371,486 *.21 
a es ee a ee eee 15,522,928 16,135,772 *3.80 
EE ‘Naisictcmskonnadnle. cans \ <0 wis 567,511,013 537,012,536 6.68 





(1) Quarter ended March 31, 1927. (2) Quarter ended March 31, 
1926. (3) Per cent of increase 1927 over 1926. *Decrease. 








July 2 


In 
New | 
for pé 
Erie, 
Centr: 
New | 
pers, 
so th 
shippe 
two I 
was ¢ 
testin 
129,00 
Whee 
Whee 
all th 
bered 
For t 
York 
Lake 
trary, 
to mé 
to in¢ 

I 
repre 
begal 
Brist 
Durh 
had 
vice- 
of th 

] 
facts 
of A 
last 
as t 
tioni 
at tl 
cent 
com] 
be h 
of tl 
clas: 
inst 
thei! 
bine 


cars 
with 
broa 
not 
not 
ing 
quic 
in ¢ 
the 
thar 
stat 
100, 


Bro 
not 
We 
poi 
Pitt 
Tol 
say 
ste 


gra 
of 1 
list 
bur 
nal 
wh 
tha 
bo! 
sta 


Mr 
of 

use 
Wi 
the 


wo 
we 
lin 










sist 
live 


yut- 
> is 
nid- 


yve- 
vith 


the 
per 
iers 


tual 


ade 
een 
ago 


ym - 
a.) 
om 
ASS 
the 


ids 
19,- 
ied 
or- 
ar- 
ht 


m- 
27, 





July 2, 1927 





W. & L. E. DIRECTOR CASE 
The Trafic World Washington Bureau 


In further support of the applications of officials of the 
New York Central, the Nickel Plate and the Baltimore & Ohio 
for permission to serve as directors of the Wheeling & Lake 
Erie, C. J. Brister, assistant vice-president of the New York 
Central, said that, in his opinion, the competition between the 
New York Central and the Wheeling was not substantial. Ship- 
pers, said he, controlled the routing of traffic to a large extent, 
so that merely because there were a given number of cars 
shipped from one common point to another common point, on 
two railroads, it was not wholly accurate to say such traffic 
was competitive. He said he was not able to agree with the 
testimony of Wheeling & Lake Erie witnesses that there were 
129,000 cars of competitive traffic, equal to 29.4 per cent of the 
Wheeling’s business that could have been handled by either the 
Wheeling or the New York Central. His thought was that when 
all the limitations to talk about competitive traffic were remem- 
bered, the amount would not be much more than five per cent. 
For that reason, he said, he could not see how giving the New 
York Central a voice in the management of the Wheeling & 
Lake Erie would lessen competition between them. On the con- 
trary, it was his thought that the desire of the New York Central 
to make money on its investment in Wheeling stock might tend 
to increase the competition, in service and routes. 

Interveners opposing the plan to give the three trunk lines’ 
representation on the Wheeling & Lake Erie board of directors 
began presenting their side of the case on June 24, after C. J. 
Brister’s cross-examination had been completed, and George 
Durham, vice-president and general manager of the Wheeling, 
had been recalled for further examination. W. C. Maxwell, 
vice-president in charge of traffic on the Wabash, was the first 
of the witnesses of the interveners. 


Messrs. Brister and Durham submitted additional traffic 
facts and were required, by the questions of the attorneys and 
of Assistant Director Burnside and W. H. Bonneville, the two 
last mentioned acting for the Commission, to give their ideas 
as to what constituted competitive traffic. That line of ques- 
tioning was precipitated by figures submitted by Mr. Durham, 
at the beginning of the hearing, to show that about 29.4 per 
cent of the traffic of the Wheeling was of what he called a 
competitive character, that is, of such a character that it could 
be hauled by the trunk lines which bought the prior lien stock 
of the Wheeling from John D. Rockefeller, Jr., and then other 
classes of stock from brokers whom O. P. Van Sweringen had 
instructed to buy preferred and common stock, so as to bring 
their holdings of Wheeling stock of the different classes, com- 
bined, to 51 per cent of the total. 


Mr. Durham, it appeared, counted as competitive all the 
cars that could have been handled by the three trunk lines 
without the help of the Wheeling & Lake Erie. Mr. Brister, 
broadly speaking, limited the competition to the cars which had 
not been routed by shippers and such as the trunk lines could 
not hope to get because their routes, on account of the switch- 
ing required, or some other delaying factor, could not offer as 
quick or otherwise satisfactory service. Mr. Durham also put 
in additional statistics showing the number of communities on 
the Wheeling & Lake Erie which were not served by lines other 
than the three applying trunk lines. Such communities, his 
statement showed, contained a combined population of about 
100,000 persons. 


In the course of cross-examination of Mr. Durham, Clyde 
Brown, of the New York Central, brought out that there was 
not always the closest of cooperation between the Pittsburgh & 
West Virginia, the Wheeling and the Wabash. To illustrate that 
point Mr. Durham cited the fact that steel originating on the 
Pittsburgh & Lake Erie in the Pittsburgh district was sent to 
Toledo via Buffalo and Detroit. Mr. Maxwell interrupted to 
say that that was steel for a Wabash ferry boat and that the 
steel was routed that way to save the Wabash freight charges. 

In laying a foundation for his testimony to show that the 
grant of these applications would break up established channels 
of traffic, Mr. Maxwell recited the efforts of the Wabash to estab- 
lish a system consisting of itself, the Wheeling and the Pitts- 
burgh & West Virginia, formerly the Wabash Pittsburgh Termi- 
nal. He said that the Wabash had lost 22,000,000 in that effort 
which resulted in receiverships in 1908 and 1913. He insisted 
that the efforts then made to get that system on its feet were 
bona fide and energetic, intimations to the contrary notwith- 
standing. 

Giving the three trunk lines control of the Wheeling board, 
Mr. Maxwell thought, would deprive the public of the. benefit 
of competition in rates and service, hurt the Wabash and make 
useless the money it had spent in building up the Wabash- 
Wheeling route. His thought was that ownership by one of 
the three trunk lines would be better than control by the three. 

Mr. Bonneville wanted to know what private interest, if any, 
would be hurt by the proposed control. The Wabash, Mr. Max- 
well said. Mr. Bonneville also wanted to know what line or 
lines would be most complementary to the Wheeling. Mr. 
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Maxwell suggested a trunk line system composed: of the Dela- 
ware, Lackawanna & Hudson, Lehigh Valley and the Wabash 
as the best allocation for the Wheeling. He said the Wheeling 
was not complementary to any lines other than the Wabash 
or Nickel Plate. He named the Nickel Plate as second best 
allocation. Mr. Maxwell said the competition between the trunk 
lines asking for representation, on the one hand, and the Wabash 
and Wheeling, on the other, was nation-wide and not so narrowly 
confined as indicated by other witnesses. 

H. S. Bradley, traffic manager of the Ann Arbor, said that 
the Wheeling was the natural connection of the Ann Arbor at 
Toledo and that the Ann Arbor cross-lake routes, in connection 
with the Wabash and Wheeling, were in competition with all 
the lines through the Chicago gateway. Absorption by lines 
using the Chicago gateway of the Cincinnati, Hamilton & Day- 
ton, Toledo & Ohio Central and the Hocking Valley, he said, 
had deprived the Ann Arbor of independent connections so that 
now the Wheeling was the only one left in that status. Of 
course, he said, the rails and equipment of the Wheeling would 
remain even if the three trunk lines were allowed to have the 
directors requested, but that that would not mean anything 
because the Wheeling would not have the compelling interest 
it now had in soliciting traffic for the existing route. 

H. W. Nethken, vice-president~and general manager of the 
Pittsburgh & West Virginia, said the Wheeling and the Pitts- 
burgh & West Virginia were complementary to each other and 
each was the most valuable connection of the other, function- 
ing as one line, even to the extent of having the ends of their 
freight divisions on each other’s rails. Through a restricted 
right over the Pittsburgh & Lake Erie, he said, the Pittsburgh 
& West Virginia was able to connect with the Western Mary- 
land. His belief was that control by the trunk line of the board 
of directors would be inimical to the Pittsburgh & West Vir- 
ginia. 

A move to have the Commission make an affirmative finding 
or holding as to the right of the New York Central, Baltimore 
& Ohio and Nickel Plate to own or vote stock in the Wheeling 
& Lake Erie to the extent they have acquired it, was initiated 
by C. F. Taplin, general counsel for the Pittsburgh & West 
Virginia, one of the objecting interveners, in the closing hour 
of the hearing, which was on June 25, on the applications of 
officers of the three trunk lines for permission to become mem- 
bers of the Wheeling & Lake Erie board of directors. In an- 
nouncing his desire for such a finding or holding, Mr. Taplin 
mentioned the Clayton and Sherman anti-trust laws, the trans- 
portation act and federal conspiracies act as statutes bearing 
on the question. In the colloquies between himself and other 
attorneys, Mr. Taplin assented to the proposition that he had in 
mind section 14 of the Clayton act and paragraph 2 of section 
5 of the interstate commerce act. 


Mr. Taplin put. his representations on that subject in the 
alternative. He asked either that the Commission, in connec- 
tion with the director applications, take into consideration the 
question of the right of the three trunk lines to own stock of 
the Wheeling & Lake Erie and make an affirmative finding 
thereon or that he be allowed to make a formal complaint on 
the subject and such complaint be connected with this case so 
that there might be a formal finding on the subject. Someone 
suggested, while Mr. Taplin was making his request, that he 
had the right to file a formal complaint. To that he retorted 
that what he was saying might be considered as formal notice 
that he would file such a complaint. He added that he was not 
sure that the conspiracies act was something with which the 
Commission was so directly concerned as with the others men- 
tioned. 

This notice of that move was part of a number of requests 
made by Mr. Taplin for additional data and information, just 
as the hearing was being brought to a close. The day before 
the Baltimore & Ohio attorneys asked that the names of the 
stockholders in the Pittsburgh & West Virginia be furnished. 
Then, in closing the case for himself, Mr. Taplin asked that 
the three trunk lines submit lists of their stockholders. Clyde 
Brown, of the New York Central, objected to furnishing the 
names of about 35,000 persons on the ground of irrelevancy in 
addition to that of the burden of such a compilation. He said 
that the names of the twenty principal stockholders of the com- 
pany, under the rules of the Commission, were on file as part of 
the annual report. 

Assistant Director Burnside advised the attorneys to get 
together on that subject with a view to settling the matter with- 
out submission to the Commission. Requests of Mr. Taplin, on 
other points, were acceded to by the applicants. The request 
for an affirmative ruling by the Commission as to the right of 
the trunk lines to own the Wheeling stock, Mr. Burnside said, 
would be submitted to the Commission. 

The earlier request of Mr. Taplin for subpcenas for O. P. 
Van Sweringen and Bertram Cutler was withdrawn because 
necessity for their testimony was not shown in the course of 
the hearing. 

Another request for information, made by Mr. Taplin, was 
for a showing of the relations of the Nickel Plate, the Chesa- 
peake & Ohio, the Erie and Hocking Valley. Mr. Agate ob- 
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Limited 
Train 


for 


Live Stock 


N these luxurious days we like a little comfort 
with our travel. Ocean liners are like mag- 
nificent floating hotels. Passenger trains offer 

the traveler anything from a sumptuous dinner to 


a shave and haircut. 


This being the case, even live stock can quite 
properly expect to ride in de luxe fashion. 


That is the Pennsylvania’s reason for running 
“Man O’ War,” a limited train for live stock. This 
big freight is named and scheduled like any great 
passenger limited. And it brings in its cargo of 
cattle and hogs on time—just as the passenger flyer 
discharges its human burden promptly. 


And though the best of service is rendered to 
patrons—there’s no extra fare. 


“Man O’ War” swings out of the Chicago yards 
every evening, to begin its run to Eastern Markets. 
All its four-footed passengers are comfortably 
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settled in large well-equipped stock cars of the most 
modern type—the kind that afford plenty of fresh 
air and sunlight for the trip. 


Just so nobody will be kept waiting in the vesti- 
bule of the diner, “Man O’ War” doesn’t carry a 
diner. Everybody eats together the following 
evening at the Pittsburgh Union Stock Yards where 
the cuisine is unsurpassed. And to ward off fatigue 
there’s a five hour rest period here, after which the 
stock hops aboard again and “‘Man O’ War’’ pulls 
out on the final lap of its journey to Eastern Markets. 


Shower Baths for “‘High Hat’’ Hogs 


When the weather’s sultry and “Man O’ War” has 
hogs aboard, the great American institution of the 
shower bath comes into play. At watering stations 
along the route the cars containing hogs are drenched 
frequently. Could even the most particular hog 
ask more? 
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“Man O’ War” its one of the most important trains in the great fleet of 60 
named Pennsylvania freights that have set remarkable records for regularity 
and dependability of on time arrival. These trains are scheduled as rigidly as 
de luxe limiteds and the same amount of effort that keeps the passenger flyers 
on time 15 accorded these “‘Limiteds of the Freight Service” 


27 


> most Live stock coming off the and everyone along the line 
g : ry 
f fresh Chicago Market as well as pi i. fe rad = a P eras has to be on his toes putting 
° reighnt trains whose regular on schedule ° ° ° 
shipments from other West- performances have earned them their own everything he has into his 
vesti- ern Stock Yards routing distinctive names: job. And that is just what 
arry a through the Chicago Gate- “THE GAS WAGON” the men who run “Man O’ 
lowing way are carried by this train. cas ema ee War’’ have been doing. 
And in recent months “Man ee ee Through rain, fog, hail, and 
-< “UNCLE SAM” : 
atigue O’ War’s” consistent on time Perishable Freight shine they have brought their 
ch the arrivals at Eastern Terminals E. St. Louis to Seaboard Cities train home in record time 
? pulls have won for it a big reputa- “THE GREYHOUND” month after month. 
- j 5 Live Stock 5 
irkets. tion with the live stock trade. E. St. Louis to Seaboard Cities The Pennsylvania Rail- 
Maybe you are an ex-rail- “THE YANKEE” road is proud of “Man O’ 
gs road man yourself. If so, you N m gs dhepar om os War’s” fine performance. To 
ew Ln ° . 
r”’ has know how much teamwork mall p peg the crew of this train—the 
of the and real fighting spirit it Posishitle Pectahe men who have made its rec- 
ations takes to get a big freight like Chicago to Seaboard Cities. ords for regularity and de- 
nched “Man O’ War” through regu- “THE ACE’ pendability possible—the 
Perishable Merchandise : ; 
ir hog larly on schedule. You know Seaboard Cities to Pittsburgh road offers its sincere appre- 


that every man on the train 





ciation of their efforts. 



































Carries more passengers, hauls 
A | R () A 1) more freight than any other 
railroad in America 7 7 7 








28 THE TRAFFIC WORLD 


jected to that as being an effort to enter into the realm of 
speculation as to what the Commission was going to do in the 
cases involving the roads mentioned and as to what the next 
steps would be in those matters. Mr. Agate made a statement 
as to the stockholdings of the Nickel Plate, saying the 
company did not own a share of C. & O. The request, however, 
was not withdrawn and it went to the Commission. 

Mr. Burnside told the Baltimore & Ohio and the Pittsburgh 
& West Virginia to put their views as to the necessity for the 
names of stockholders in writing for consideration by the Com- 
mission. All information and expressions of views on requests 
for information are to be filed not later than July 15. Briefs 
on the main question are to be filed not later than August 1. The 
hearing lasted six days. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 18 amounted 
to 1,016,351 cars, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
This was a decrease of 11,954 cars under the preceding week, 
reductions being reported in the loading of all commodities with 
the exception of merchandise and less-than-carload lot freight, 
which showed a slight increase. Compared with the correspond- 
ing week last year, the total for the week ended June 18 was a 
decrease of 20,292 cars, but was an increase of 31,768 cars over 
the corresponding week in 1925. 


Revenue freight loading by districts the week ended June 


18 and for the corresponding period of 1926 was reported as 
follows: 


Eastern district: Grain and grain products, 7,397 and 7,626; live 
stock, 2,349 and 2,363; coal, 38,812 and 46,937; coke, 2,085 and 2,832; 
forest products, 5,207 and 5,399; ore, 6,417 and 6,034; merchandise, 
L. C. L., 68,978 and 68,797; miscellaneous, 104,336 and 102,481; total, 
1927, 235,581; 1926, 242,469; 1925, 234,460. 

Allegheny district: Grain and grain products, 2,809 and 3,205; live 
stock, 1,964 and 2,113; coal, 38,312 and 44,720; coke, 5,173 and 5,107; 
forest products, 3,324 and 3,709; ore, 12,243 and 12,820; merchandise, 
L. C. L., 55,498 and 56,791; miscellaneous, 89,172 and 84,821; total, 
1927, 208,495; 1926, 213,286; 1925, 201,403. 

Pocahontas district: Grain and grain products, 206 and 173; live 
stock, 119 and 125; coal, 42,170 and 42,358; coke, 466 and 523; forest 
products, 2,166 and 1,819; ore, 144 and 109; merchandise, L. C. L., 
7,518 and 7,396; miscellaneous, 6,046 and 5,259; total, 1927, 58,835; 
1926, 57,762; 1925, 50,694. 

Southern district: Grain and grain products, 3,542 and 4,007; live 
stock, 1,974 and 1,761; coal, 24,235 and 22,111; coke, 594 and 928; forest 
products, 21,142 and 22,766; ore, 1,073 and 1,348; merchandise, L. C. 
L., 40,0383 and 39,595; miscellaneous, 56,768 and 55,626; total, 1927, 
149,361; 1926, 148,142; 1925, 142,906. 

Northwestern district: Grain and grain products, 9,978 and 8,707; 
live stock, 7,128 and 7,856; coal, 4,079 and 3,964; coke, 1,535 and 1,512; 
forest products, 18,646 and 19,314; ore, 41,545 and 43,822; merchandise, 
L. C. L., 34,659 and 34,263; miscellaneous, 45,348 and 42,111; total, 
1927, 162,913; 1926, 161,549; 1925, 150,561. 

Central Western district: Grain and grain products, 10,262 and 
9,992; live stock, 9,628 and 9,930; coal, 5,949 and 10,699; coke, 339 and 
319; forest products, 11,633 and 12,744; ore, 3,189 and 3,627; merchan- 
dise, L. C. L., 34,695 and 35,688; miscellaneous, 57,325 and 56,981; total, 
1927, 133,020; 1926, 139,980; 1925, 133,107. 

Southwestern district: Grain and grain products, 4,372 and 4,416; 
live stock, 2,670 and 3,038; coal, 2,489 and 4,054; coke, 183 and 149; 
forest products, 7,284 and 9,386; ore, 526 and 414; merchandise, L. C. L., 
17,058 and 17,020; miscellaneous, 33,564 and 34,978; total, 1927, 68,146; 
1926, 73,455; 1925, 71,452. 

Total, all roads: Grain and grain products, 38,566 and 38,126; live 
stock, 25,832 and 27,186; coal, 156,046 and 174,843; coke, 10,375 and 
11,370; forest products, 69,402 and 75,137; ore, 65,137 and 68,174; mer- 
chandise, L. C. L., 258,489 and 259,550; miscellaneous, 392,554 and 
382,257; total, 1927, 1,016,351; 1926, 1,086,643; 1925, 984,583. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1927 1926 1925 
Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
Five weeks in April............. 4,890,749 4,791,006 4,710,903 
POuUr Weeks i BABY... ..ccccceee 4,096,742 4,145,820 3,869,306 
SEE 2 OS eee -+» 911,298 944,864 998,243 
EE 2 OS 5 ree 1,028,305 1,052,471 989,873 
2 a SS Sse 1,016,351 1,036,643 984,583 








Orr rrr 23,953,789 


MOVEMENT OF WHEAT 


Box car supply on the western railroads has continued to 
improve, according to a letter sent to railroads by L. M. Betts, 
manager, closed car section, car service divisign of the Amer- 
ican Railway Association, relative to car supply for the move- 
ment of winter wheat. 

Latest reports indicate that at the present time there are 
over 50,000 box cars stored for grain loading on various roads 
in winter and spring wheat territory, compared with approxi- 
mately 38,000 a year ago at this time. 

Mr. Betts said the new wheat was beginning to arrive at 
the interior and Missouri river markets and that the volume 
might be expected to increase rapidly from now on. 

Regional advisory board estimates now indicate production 
of from 288 to 310 million bushels of winter wheat in the states 
of Texas, Oklahoma, Kansas, Nebraska, Colorado and Missouri 
as against the government crop estimate of approximately 260 
million bushels as of June 1. Mr. Betts said the marked im- 


23,335,317 





provement shown was due to general rains that came after the 
first of June. He said it was too early to predict the .out-turn 
of the spring wheat crop but that conditions were favorable in 
the spring wheat territory for a large crop and that if such a 
crop should materialize, as now seemed likely, the railroads 
would be required to protect an extremely heavy movement of 
winter and spring wheat continuously from the first of July 
through October. He said such a movement was likely to prove 
more of a severe drain on the car supply than was the quick 
and early movement last year. 

The situation as to box car supply on western roads de- 
mands close and continuous cooperation on the part of all con- 
cerned, according to Mr. Betts. 

Special efforts should be made by all roads to obtain full 
efficiency in the use of box cars, Mr. Betts advises, adding that 
the importance of heavy loading should be emphasized. 


LUMBER SHIPMENTS 


Softwood lumber mills reporting to the National Lumber. 


Manufacturers’ Association, for the week ended June 18, showed 
a decrease of about 11,000,000 feet in new business, as compared 
with the preceding week. Production fell off about 1,000,000 
feet, but there was an increase of 5,000,000 feet in shipments. 
Hardwood production and new business slightly increased, while 
shipments declined slightly. 

The following table compares the lumber movement, as 
reflected by the reporting mills of seven softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000s omitted: 


Week Ended Corresponding Preceding 

June 18 Week, 1926 Week, 1927 
Soft- Hard- ° Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 

(Revised) 
WN So3o became 289 166 353 149 288 164 

Production ....188,028 21,020 239,993 25,712 189,143 19,675 
Shipments ..... 193,774 22,616 230,528 22,155 188,450 23,966 
eT 166,040 20,290 244,059 19,655 176,865 19,359 


*Fewer West Coast mills are reporting this year; to make allow- 
ance for this add 25,000,000 to production, 26,000,000 to shipments and 
24,000,000 to orders in comparing softwood with last year. 


A sharp upturn in the order file of the softwood lumber 
industry was indicated by reports received from 307 of the 
leading commercial softwood lumber mills of the country by 
the National Lumber Manufacturers’ Association, June 30, for 
the week ended June 25. Sales and shipments were in excess 
of orders. Production was about the same as for the week be- 
fore, with a slight decrease in shipments. In comparison with 
the same period a year ago, there were approximately 10 per 
cent decreases in all three factors. The 153 hardwood opera- 
tions showed marked decreases all around, when compared with 
reports from 166 mills for the week earlier. In comparison with 
the corresponding week last year, there were decreases in all 
three factors—especially in new business. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 


wood, regional associations, for the three weeks indicated; 000s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 
re 289 153 359 150 297 166 
Production ..... 190,808 18,355 242,573 24,299 189,554 21,020 
Shipments ..... 191,771 20,197 247,208 22,686 194,874 22,616 
ree 193,464 16,070 249,661 27,749 167,390 20,290 





*Fewer west coast mills are reporting this year; to make allow- 
ance for this add 28,000,000 to production, 29,000,000 to shipments and 
26,000,000 to orders in comparing softwood with last year. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period June 
8-14, inclusive, was 277,115 cars, as compared with 274,062 cars 
in the preceding period, according to the car service division 
of the American Railway Association. No shortage was re- 
ported. The surplus was made up as follows: 

Box, 124,357; ventilated box, 2,202; auto and furniture, 18,624; 
total box, 145,183; flat, 5,054; gondola, 55,828; hopper, 30,482; total 
coal, 86,310; coke, 1,215; S. D. stock, 19,092; D. D. stock, 3,856; re- 
frigerator, 15,122; tank, 440; miscellaneous, 843. 

Canadian roads reported a surplus of 23,100 box, 525 S. D. 
stock, 875 refrigerator, and 400 miscellaneous cars. 





SAVING IN RAIL RATES 


About a billion dollars will be saved to the traveling and 
shipping public of the United States in 1927 by reductions in 
rates made since the rate peak of 1921, according to T. O. Ed- 
wards, general auditor for Southern Pacific. The estimate is 
based on the fact that freight business has been larger this year 
than in 1926. The saving will be somewhat lower if any unex- 
pected decline in traffic develops the second half of 1927. The 
railways actually received $910,224,000 less for handling freight 
and passenger business in 1926 than they would have received 
if the peak rates of 1921 had been in effect and this year the 
saving should be larger, Edwards says. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co. ) 
OS me 





LOSS OF OR INJURY TO GOODS 


(Court of Errors and Appeals of New Jersey.) The rulings 
of the trial court upon questions as to insurance of appellant 
against loss were correct under authority of Day vs. Donohue, 
62 N. J. Law, 380, 41 A. 934. (A Hollander & Son, Inc., vs. Ruder, 
137 Atl. Rep. 405). 

Refusal of trial court to direct a verdict in favor of appel- 
lant was proper because there was a contested question of fact 
requiring the submission to the cause to the jury.—Ibid. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(Court of Appeals of Maryland.) Where action against car- 
riers to recover overcharges had been barred by limitation under 
interstate commerce act Feb. 4, 1887, as amended by transporta- 
tion act Feb. 28, 1920 (U. S. Comp. St., sec. 10071%4 et seq.), 
cause of action was not revived by act Cong. June 7, 1924, sec. 
16, par. 3, subsec. (h), being U. S. Comp. St., sec. 8584, removing 
bar in case suit should be brought within six months after enact- 
ment, as construction of statute to revive liability after its 
destruction by limitation would deprive carriers of their prop- 
erty without due process, in violation of Const. U. S., Amend. 5— 
Peninstila Produce Exchange vs. New York, P..& N. R. Co. et al., 
137 Atl. Rep. 350. 

Interstate commerce act U. S. Feb. 4, 1887, sec. 22, par. 1 
(U.S. Comp. St., sec. 8595), providing nothing in act shall abridge 
existing remedies and that provisions in addition to such reme- 
dies did not operate to permit revival of outlawed action against 
carriers for overcharges under provisions of act Cong. June 7, 
1924, sec. 16, par. 3, subsec. (h), being U. S. Comp. St., sec. 8584, 
in view of Const. U. S., Amend. 14, though action was brought 
in state court.—Ibid. 

(Supreme Court, Appellate Division, Fourth Department.) 
Under interstate commerce act. Feb. 4, 1887 (24 Stat. 379), as 
amended (U. S. Comp. St., sec. 8563 et seq.), and particularly 
sections 12-15 (U. S. Comp. St., secs. 8576, 8581-8583), Interstate 
Commerce Commission is corporate agency of federal govern- 
ment, with administrative and quasi judicial powers for the 
regulation and control of interstate commerce, possessing broad 
powers of investigation, regulation, and control over transporta- 
tion companies within the scope of its powers, but beyond such 
powers having no authority, except such as may be necessarily 
incident to its specific powers, and it is not a federal court under 
the Constitution, nor does it exercise judicial powers.—Davis, 
Director-General of Railroads, etc., vs. Rochester Can. Co., 221 
N. Y. S. 666. 

Under interstate commerce act Feb. 4, 1887 (24 Stat. 379), 
as amended (U. S. Comp. St., sec. 8563 et seq.), Interstate Com- 
merce Commission has no jurisdiction to determine disputed 
claims for money due from shipper to a transportation com- 
pany, either as a court or arbitrator, but such matters are left 
for determination by the courts.—Ibid. 

At common law and under statute, a natural person may, at 
request of disputants, arbitrate their differences; but such power 
cannot, even by consent, be conferred on a corporation, for it 
has no entity outside its appointed corporate powers, or those 
necessarily incident thereto.—Ibid. 

The power and authority of a public servant is governed 
entirely by the statutory limitations of his employment.—lIbid. 

Letter from Interstate Commerce Commission in answer to 
submission of controversy respecting liability for railroad’s claim 
for car demurrage, stating that the car involved was subject 
to demurrage while waiting export license, and that it was 
shipper’s duty to furnish such license, held not an arbitration 
award between parties, but merely an opinion concerning an 
abstract proposition of law, at most informal and advisory only, 
in view of interstate commerce act Feb. 4, 1887 (24 Stat. 379), 
as amended (U. S. Comp. St., sec. 8563 et seq.).—Ibid. 

(Supreme Court of Appeals of West Virginia.) One who 
receives from a carrier an interstate shipment on a uniform 
bill of lading, freight collect, assigned to and held by: him, be- 
comes liable for the carrier’s lawful charges, known or unknown, 
supposed to be paid or otherwise, and is not relieved from liabil- 


ity because of an erroneous representation by the carrier’s em- 
ploye that the charges have been prepair.—Norfolk & W. Ry. 
Co. vs. Williamson Grocery Co., 138 S. E. Rep. 102. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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(District Court, E. D., Pennsylvania.) Libel in personam 
and in rem. by British corporation against steamship attached 
within the jurisdiction of the court, and Danish corporation, her 
owner, held such as court in its discretion could properly take 
jurisdiction over.——The Fredensbro, 18 Fed. Rep. (2d) 983. 

Where Danish-owned steamship was chartered by British 
corporation to take cargo of coal from Philadelphia to Belfast, 
Ireland, freight to be paid “in cash in London on completion 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Would like to communicate with official in 
charge of traffic of short line who contemplates the establishment of 
general agency in Dallas or other point in the southwest on com- 
mission basis or otherwise. Address P. O. Box 932, Dallas, Tex. 














We Bind The Traffic World 


Pee Ee Some (Re 
In Best Grade ine % for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 













Eagle “Mikado” 
Regular Length, 7 inches 


Pencil No. 174 


Made in Five Gra des 


ike 





Conceded to be the Finest Pencil made for general use. 
EAGLE PENCIL COMPANY, NEW YORK 


For Sale at your Dealer 





BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 








NEW ORLEANS, LA. 
STORAGE 
Efficient Merchandise Distribution 


THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 


Works: {i fran. System Telephone Harrison 3486 


Hegewisch, Illinois) ¢. rae &S.B. CHICAGO, ILL. 
TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 








eee eee eee eee 
Southeast Missouri, Arkansas, 


A nn 


Wn 


JON 


BELT; 
ROUTE 


Unlimited 
Agricultural 
Resources 


Fl) 

= 
= 
= 
= 
= 
= 
= 
= 
= 
= 
= 
= 
5 
= 
== 


A PYRAMID OF REASG 


PATRONS ARE SSI 
St. Louis Shw 


RailwiLin 
St. Lompsour’ 


Hydro Mm TALE LL | | IHU NLL 
Electric 


= eee Louis and Memphis Gatew# Gu) 
ER mn 


HN 





1 agen 
jastanessee, North Louisiana and Texas 


{YILUUULUNVVOUUIONGU.SUUUUUULEUUUUULUULODERARAL RAOULT HU ALVNUUQOEYUOGHUOLVUEEQULUQULUAUEEOLDHUUUERUTUULLUOULEEENURUSEULEOULUULLE 


| WT Ti 
HI Tan 


Increasing 
Industrial 
evelopment 


ALA 


= 
= 


I 


S( COTTON BELT 
SHIPPERS 


S 

s Shwestern 
1 

L 


I 


| 


“ 


ompsouri 


i | Mill! HT UHR LEE ul {HQUDUULNUQUULLASAULATONOLLLN HU aati HHH ETA HEET {HUH HUT HNNHUU {NNN 


ew Gulf Ports and Pacific Coast 
ig 


Lines ws oe _ = 
Voc President = 
) = 








































x 


of loading, without discount, and not to be returned if ship 
lost on passage,” and where, after being loaded, ship sank in 
Delaware river, due to collision, held, suit in rem. would lie 
against vessel, when raised, for return of freight money, as 
affecting jurisdiction of court in which vessel was attached.— 
Ibid. 

Libel in personam and in rem, brought on charter party to 
recover freight paid, held not subject to exception for failure 
to set out or have annexed copy of charter party, in view of 
admiralty rule 23, permitting amendment.—lIbid. * 

Charter party providing, “Any question arising under this 
charter party shall be referred to arbitration in London in the 
customary manner,” held not to oust court of jurisdiction of 
libel to recover freight paid, in view of United States arbitration 
act, secs. 2-4, 8 (9 U. S. C. A., secs. 2-4, 8), permitting either 
party to avail itself of the arbitration clause.—Ibid. 


(District Court, N. D., Georgia.) A consignee purchaser, who 
accepts delivery from the ship, is bound in personam to the 
ship for its charges, which were a lien on the cargo, including 
demurrage, though by the contract of purchase the cargo was 
to be delivered free of all charges, and the consignee was not 
bound to accept it until they were paid.—United States vs. 
Ashcraft-Wilkinson Co., 18 Fed. Rep. (2d) 977. 


One who accepts a cargo intended for him, and as to which 
he knows bills of lading and charter party are outstanding, with- 
out obtaining those papers or inquiring of the master touching 
their contents, takes the risk of what their provisions may turn 
out to be.—Ibid. 

Bills of lading, which refer to the charter party for condi- 
tions other than those expressed therein, in effect incorporate 
the charter party.—Ibid. 

Provisions of charter party as to rate of discharge and fixing 
rate of demurrage held valid and applicable.—Ibid. 

Under a provision of a charter party, “lay days to commence 
the day after the steamer has been entered at custom house 
and is ready to discharge,” she is ready when she places herself 
at orders of consignees as to berth, having passed custom house 
and performed all preliminaries on her part.—Ibid. 


A ship is not entitled to demurrage for delay caused by 
her own fault, through defective equipment or fault of steve- 
dores, where she is bound to discharge cargo at her own ex- 
pense.—Ibid. 


(Circuit Court of Appeals, Second Circuit.) Where bill of 
lading recited that goods shipped by named vessel from Japan 
were to be delivered from ship’s tackle, where responsibility 
of ship shall cease, at port of Vancouver, to named railroads, 
by whom goods shall be delivered to railway company, or steam- 
ship company, or other carriers designated for forwarding to 
station nearest to New York via Panama, held, that Vancouver, 
and not New York, was “seaboard port of discharge,’ within 
provisions relating to services before and after delivery at sea- 
board port of discharge, and notice of cargo damages sustained 
after cargo left Vancouver was properly made under provisions 
relating to services after delivery at seaboard port of discharge. 
—Isler et al. vs. Luckenbach S. S. Co., Inc., 18 Fed. Rep. (2d) 946. 

Where bill of lading is capable of two constructions, one of 
which makes only part of its provisions effective, while the 
other makes entire bill of lading effective, construction giving 
effect to whole instrument is preferred.—Ibid. 

(Supreme Court, Appellate Division, Second Department.) 
Where complaint alleged delivery of salad oil to ocean carrier 
in good condition, and carrier’s delivery of shipment at des- 
tination in damaged condition, by coming in contact with water 
or other deleterious substance, defendant’s denial of knowledge 
or information sufficient to form a belief that it carried mer- 
chandise on named steamship will be stricken out as sham, as 
relating to matters within defendant’s knowledge.—Corn Prod- 
ucts Refining Co. vs. Transmarine Corporation, 221 N. Y. S. 679. 

Provision of bill of lading, issued by ocean carrier, that no 
suit to recover for loss or damages to shipment shall be main- 
tained against carrier, unless instituted within six months after 
delivery of goods or time when goods should have arrived in 
due course, held invalid.—Ibid. 


ALLEGHENY ADVISORY BOARD 


Production of the principal industries in the territory of 
the Allegheny Regional Advisory Board will be about 7.9 per 
cent greater for the third quarter of this year than in the 
same period last year according to the commodity committee 
reports submitted at the meeting of the board at Youngstown, 
O., June 30. According to the report of the banking committee, 
business conditions are fair, with liquidations satisfactory and 
money plentiful. Increases in both deposits and savings were 
reported. 

Addresses were made by W. E. Lewis, law director, Youngs- 
town; C. W. Galloway, vice-president of the B. & O., and J. L. 
Marsh, president of the Youngstown Chamber of Commerce and 
the Vahey Oil Company. 

A digest of the commodity committee reports prepared by 
W. E. Gilbert of the executive committee, shows that decreases 





‘in production are expected for the third quarter of this year, 


VOR 


as against the same period last year, only in steel, earthenware, 
and pottery. The expected decrease of 2.1 per cent in steel, 
he said, was a surprise, as a larger decrease had been looked 
for. Production of earthenware and pottery was expected to show 
a decrease of 15.4 per cent; coal and-coke an increase of 15.8 
per cent; sand, stone, gravel and slag an increase of 4.4 per 
cent; brick and clay products an increase of 15 per cent; 
cement and lime an increase of 6.6 per cent; glass and glass 
products, 2.5 per cent; petroleum and products, 13.7 per cent; 
and miscellaneous, 14.2 per cent. 

The reports by the railroads indicated that car requirements 
had been cared for adequately in the last six months and that 
their terminal conditions were good. 


TRANS-MISSOURI-KANSAS BOARD 


That the plan embodied in the transportation act requiring 
the Commission to promulgate a general plan for consolidation 
of the railroads of this country has been proved to be unsound, 
was the statement of Congressman Homer Hoch, speaking be- 
fore the eighteenth regular meeting of the Trans-Missouri-Kan- 
sas Shippers’ Advisory Board, at Wichita, June 15. He declared 
himself as opposed to compulsory consolidation and said he did 
not believe any man was wise enough to know just how many 
systems of railroads there should be in the country and what 
particular systems should exist. In discussing the advantages 
that would accrue to the consolidation of the roads into a limited 
number of well balanced systems, he said he believed the prin- 
cipal benefit that would be derived would be a simplification of 
the problem of rate relations. He said the Hoch-Smith resolu- 
tion had proved to be constructuve. 

The estimated car requirements for the third quarter of this 
year, as against the number of loadings for the same period 
last year, based on the various commodity committee reports, 
showed a decrease of 42,983 cars. The number of actual loadings 
the third quarter last year was 629,411 cars; and the estimated 
requirements for that period of this year is 586,428. 

Clyde M. Reed, general chairman of the board, presided. 
Carl R. Gray, president of the Union Pacific, spoke. 





CENTRAL WESTERN BOARD 


There was an attendance of between two hundred and fifty 
and three hundred at the thirteenth regular and fifth annual 
meeting of the Central Western Shippers’ Advisory Board at 
Casper, Wyo., June 23. Business conditions in the territory were 
reported to be excellent. Increases in carload shipments for 
the third quarter of this year over the same period of last year 
were estimated as follows: Colorado, 6 per cent; Idaho, 6.7; 
Nebraska, 2.9; Utah, 3.5; Wyoming, 2. 

Will H. Gibson was elected general chairman of the board, 
J. W. Shorthill was elected alternate chairman, J. E. Curtis was 
elected general secretary. 

Fred W. Sargent, president of the C. & N. W., gave a talk 
at the luncheon held at the Hotel Henning on postwar con- 
ditions and the efforts made by the railroads to assist agricul- 
tural and industrial development. 

Speaking as a member of the marking and packing freight 
committee, W. W. Anderson, of the Dorr Company, Denver, 
shippers and exporters of machinery, admonished members to 
visualize themselves as receivers and to mark and pack their 
shipments as they would want to receive them. In particular, 
he dwelt on the importance of properly marking shipments for 
export—where possible, writing all instructions in both English 
and the language of the country of destination. He said that 
an observer on the Havana docks was impressed by the contrast 
between the carefulness with which European shippers marked 
their packages as contrasted with the relatively indifferent man- 
ner in which those from the United States were marked. 


ADDITIONAL ROLLING STOCK 


Freight cars placed in service in the first five months this 
year by the railroads of the United States totaled 30,251, 
according to reports filed by the carriers with the car service 
division of the American Railway Association. This was a 
decrease of 12,049 cars compared with the number placed in 
service in the corresponding period last year. Of the total 
number placed in service in the first five months this year, the 
railroads installed in the month of May 1,934 coal cars; 4,889 
box cars and 299 refrigerator cars. The railroads on June 1 
this year had 23,949 freight cars on order compared with 44,628 
on the same date last year. 

Loomotives placed in service in the first five months of 
1927 totaled 782, of which 148 were installed in May. In the first 
five months last year, the railroads placed in service 933 
locomotives. Locomotives on order on June 1 this year num- 
bered 291 compared with 612 on June 1 last year. 

These figures as to freight cars and locomotives include 
new and leased equipment. 
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THE TRAFFIC WORLD 33 


Freight Rates 


Second of a Series of Fifty-two Articles on This Subject, Written for the Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Physiographic Divisions of the United States—Part | 


The section of North America in which the United States 
is located is divided by geographers itno seventeen physiographic 
regions. Each of these regions has definite characteristics that 
account for the distribution of resources, agricultural and forest 
products, the distribution of population, the location of cities, 
and the routes of transportation facilities. 

A huge, flat, upland plain extends across the northern border 
of the United States. This region covers many hundred thou- 
sand square miles in Canada from the southern border line to the 
Arctic. The territory is covered with vast forests and supplied 
with many streams and lakes. Although the district is essen- 
tially representative of Canada, it extends over the boundary 
line into the United States in northern New York and in the 
Wisconsin-Minnesota-northern Michigan district. 


In New York, the Adirondack Mountains are a rugged mass 
of peaks and upland well supplied with lakes and streams. 
Forests occupy much of this section and agriculture is confined 
to the valleys, for the soil in the upland areas is thin and rocky. 
The Thousand Island country and the Lake George and Lake 
Champlain regions are noted as summer resorts of great beauty 
and bracing climate, but the area, as a whole, is not highly 
productive. Wood pulp production for paper making, agriculture 
to supply near-by cities and towns, and paper manufacturing 
are the principal industries. No large cities are in the district. 

The continuation of the Laurentian Upland province into 
Wisconsin, Minnesota, and the northern peninsula of Michigan 
is known as the Superior Highlands district. Long ridges and 
ranges of hills break the flatness of the uplands. The Mesabi 
Range extends parallel to the southern shore of Lake Superior, 
running northeast to southwest for more than a hundred miles 
through the region. Another range, the Keweenaw, extends in 
the same direction through the northern peninsula of Michigan. 

These two ranges are important to commerce and industry. 
The Mesabi Range is the most important iron producing dis- 
trict of the world. A large percentage of all the iron ore mined 
in the United States is produced here. The Keweenaw Range 
is an important source of copper. 


The rest of the district is given over to forests and, as in 
the New York section of. the Laurentian Upland region, agri- 
culture is confined to the valley bottoms. Few cities are found 
in the region. Mining towns, lumber camps, and farming com- 
munities constitute the centers of population except for the 
cities that are distributing centers or at the head of Lake Su- 
perior. Water power is supplied by rapid streams and rivers 
and their falls. Railroad mileage is small, measured in units 
of railroad mileage per hundred,,square miles of area. Many 
of the rail lines are short lines or feeders serving the mining 
and lumbering centers. 


The New England Region 


The New England region, in many respects, is a continuation 
of the Laurentian Upland. It is the connecting link between 
the Laurentian Upland and the Appalachian and Coastal Plain 
regions to the south. The northern and western sections are 
rough and rocky, with outcropping ledges and many water- 
courses and lakes, while the southern part is a rolling upland 
sloping toward the Atlantic Ocean and Long Island Sound. 


The harsh climate of the northern section and the rocky 
soil of this portion of the district are not favorable for agricul- 
ture. Forests cover much of the northern section and slate, 
marble, and granite are quarried in the hills. Fishing is an 
important industry, fleets of fishing vessels putting out from 
the rocky coasts of Maine and the harbors of Massachusetts. 
Canneries for packing the sea foods are found in many of the 
New England ports. 


The water-courses and falls in New England were used at 
an early period of American industry as sources of power for 
mills and factories for manufacturing many products. Geological 
research has revealed that the many falls and rapid streams 
in New England are the result of the movement of the sheet 
of glacial ice which covered this territory in ages past. The 
deposit of material by the glacial mass changed the courses 
of streams and rivers and many of these took new courses 
across rocky formations which caused waterfalls and races. 

Once the mills and factories were located at the sites where 
water power was available, they tended to remain there when 
coal and steam were substituted for water wheels and the small 
mills and factories were replaced by larger industrial plants. 
New England has no native coal nor does it produce many of 


the raw materials used in its industries. Fuels, including coal 
from the West Virginia and Pennsylvania coal fields and petrol- 
eum from the Pennsylvania and the southwestern oil producing 
districts, must be moved long distances by rail, rail-and-water, 
or all-water routes to the New England factories. Cotton, cotton 
linters, wool, hides, skins, leather, rubber, steel, and other raw 
materials, in like manner, are transported long distances to the 
textile mills, shoe factories, silver and watch factories, and other 
industries. 

The long distances traversed by the raw materials and the 
fuels required in manufacturing and the skill of the labor applied 
to the material tends to cause the New England manufacturing 
plants to be essentially the producing places of high-grade goods. 
Cotton and woolen textiles of high grades, watches, clocks, boots, 
shoes, rubber goods, silverware, leather goods, paper, printed 
matter, and foundry products are important contributions of 
New England factories and skilled industrial labor to American 
and world commerce. The skill and prestige acquired in the early 
days of New England manufacturing, when water power and 
native raw materials were used to a much greater extent than 
is now the case, have enabled these industries to survive the 
misfortune of a location far from fuel and raw stuffs. It is 
curious to note that many of the sites of old water mills are 
being used as locations for factories using electrical energy 
derived from the hydro-electric plants that are being built in the 
district. 

It has been stated that the rocky fields and barren hillsides 
of northern and eastern New England are not suitable for agri- 
culture on a large scale, though, in the southern section of 
Massachusetts and Connecticut, general farm products, tobacco, 
and onions are important agricultural crops. Dairying, poultry, 
husbandry, and truck farming thrive on the trade of the nearby 
cities. 

The southern and eastern sections of New England, includ- 
ing Massachusetts, Connecticut, Rhode Island, and the southern 
tip of the Maine coast, are thickly populated. The northern 
and western sections are sparsely settled. A clear line of de- 
marcation separates the thickly settled industrial sections of 
the south and east from the thinly settled rural, quarrying, and 
lumbering district to the north and west. This condition is 
directly reflected in the freight rate structure of New England, 
as will be discussed later. 


Railroad mileage per hundred square miles of territory is 
many times as large in the southern and eastern districts as in 
the northern and western. Good highways, likewise, are found 
in great numbers in the more thickly populated districts. These 
highways serve as arteries for the carriage of passengers and 
merchandise by motor bus and motor truck lines which serve 
the district. Motor competition has made inroads on the reve- 
nues of rail lines to such an extent that petitions have been 
made by several New England railroads to the Interstate Com- 
merce Commission for permission to abandon large parts of 
their lines. The railroads, in several cases, have also organized 
subsidiary truck and bus lines to retain the high-grade mer- 
chandise freight and passenger traffic for their own companies. 

Portland, Lewiston, Biddeford, Augusta, and Bangor, Maine; 
Boston, New Bedford, Fall River, Brockton, Lawrence, Lowell, 
Lynn, Salem, Worcester, and Springfield, Massachusetts; New 
Haven, Bridgeport, Hartford, Waterbury, Meriden, and New 
London, Connecticut; Providence and Pawtucket, Rhode Island; 
Manchester, Concord, and Nashua, New Hampshire; and Bur- 
lington, Rutland, and Barre, Vermont, are among the most im- 
portant cities and towns in the New England region. 


The Triassic Lowland 


A strip of gently rolling lowland extends from northeast 
to southwest across southern and eastern New York state at 
the Hudson River above New York City, across New Jersey, 
Pennsylvania, Maryland, and Virginia. The district is charac- 
terized by its reddish soil. This distinctive coloring is stated 
by geologists to be the weathered product of the shales and 
sandstones that underlie the section. Ridges of harder rock 
cross the district in several places, notably the Palisades of 
the Hudson River and other regions of less prominence. 


New York City, the cities of northern New Jersey, and a 
few larger towns in Pennsylvania and Maryland are in this 
district. Much of northern New Jersey and southeastern New 
York is devoted to industry and commerce and the residential 
towns depending on the greatest city in the United States. The 
rest of the territory is devoted to truck farming, dairying, poultry 
raising, and general diversified agriculture necessary to support 
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life in the cities and towns. Quarries where sandstone and 
other building stones are cut are also important industries. 

The section is traversed by a number of important rivers, 
including the Hudson, the Delaware, the Hackensack, the Schuyl- 
kill, the Susquehanna, and tributaries of these larger streams. 
Rail lines serve the cities and towns in the district and focus 
on the city of New York and its surrounding cities in New York 
harbor. Many excellent highways afford ready means of trans- 
portation for the large number of private passenger cars, busses, 
and trucks that complete the services of the water and rail 
lines and compete with these lines for passenger and freight 
traffic. Raw materials and fuels for the factories are brought 
into the district and the finished products are hauled away by 
rail and water lines as well as by motor freight carriers. 


The Atlantic Coastal Plain 


A coastal plain consisting of layers of sand and clay 
stretches the length of the Atlantic and Gulf seaboards from 
New York to Texas. This district has been raised from beneath 
the surface of the sea more recently than much of the rest of 
the continent, so that the loose, sandy character of the soil 
is often pronounced. It is probable also that the coastal plain 
was submerged again after its first emergence above the ocean 
and after it had been cut away by the rivers flowing into the 
ocean. This phenomenon accounts for the present form of the 
Delaware and Chesapeake bays and the regions of the Potomac 
and James rivers, which are now arms of the ocean, but which, 
before the submerging, were probably river valleys.* 

The coastal plain varies greatly in width. It extends far 
inland in a number of states, including large portions of many 
of the Atlantic and Gulf seaboard states and the great flood 
plain of the Mississippi River, which extends more than six 
hundred miles from the Gulf of Mexico on both sides of the river 
and for some distance from the mouth of its tributaries. This 
flood plain is composed of extremely fertile alluvial soil watered 
by a great system of inland waterways. 

Ridges of harder rock crop through the flat plain in many 
places to break the monotony. In some cases, fertile lowlands 
between series of parallel ridges are found, as in the so-called 
“black belt” in Alabama and the “black prairie” in Texas. 

Cities are found on the coastal plain in two chains or series, 
one series along the coastal margin and the other on the in- 
terior margin at the fall line, the dividing line between the 
coastal plain and the older Appalachian Region, where the coastal 
plain merges with the Piedmont. Since many of the rivers cut- 
ting through channels in the hard rock strata of the Piedmont 
have falls or rapids where they break into softer soil of the 
coastal plain, many of the streams are navigable up to the 
fall line, but not beyond. Hence, many of the interior margin 
cities are at the head of navigation of the streams. Other cities 
are located on the interior margin of the coastal plain at or near 
the ridges in Alabama and Texas, referred to above. 

The outer series of port cities in the coastal plain include 
New York, which is also on the border of the Triassic Lowland; 
Newark and Jersey City, N. J.; Norfolk, Newport News, Va.; Wil- 
mington, N. C.; Charleston, S. C.; Savannah and Brunswick, 
Ga.; Jacksonville, Miami, Key West, Tampa, Apalachicola, and 
Pensacola, Fla.; Mobile, Ala.; Gulfport, Miss.; New Orleans, 
La.; Beaumont, Port Arthur, Galveston, Houston, Corpus Christi, 
and Brownsville, Tex. 

Cities on the inner margin include border cities that may 
be placed correctly in both the Older Appalachian Region or in 
the Coastal Plain—Trenton and Camden, N. J.; Bristol and Phil- 
adelphia, Pa.; Baltimore, Md.; Washington, D. C.; Richmond, 
Va.; Raleigh, N. C.; Camden and Columbia, S. C.; Augusta, 
Macon and Columbus, Ga.; Montgomery, Selma, Tuscaloosa, 
Ala.; Jackson and Yazoo, Miss.; Little Rock, Ark.; and Dallas, 
Fort Worth, Austin, Waco, and San Antonio, Tex. 

Cities on the flood plain of the Mississippi, on its borders, 
include New Orleans and Baton Rouge, La.; Vicksburg, Miss.; 
Memphis, Tenn.; and Cairo, Ill. Few large cities are found be- 
tween these margins. 

The soil of the coastaal plain is extremely fertile, except 
where the sandy content is too pronounced and in the marshy 
lowlands. The limestone sub-strata of the Alabama “black belt,” 
the “black: prairie” of Texas, the flood plain of the Mississippi, 
and other sections are especially fertile. The farms of the north 
are devoted to general agriculture, truck farming, dairying, 
poultry raising and similar diversified operations. In the south- 
ern states, cotton, rice, indigo, citrus fruits, and other specialized 
crops are raised. Forests are found in the south Atlantic sea- 
board states and Gulf seaboard, from which lumber, rosin, tur- 
pentine, and other naval stores are produced and shipped through 
the ports to United States and other markets. 

Manufacturing is carried on extensively in the cities along 
the inland margin at the fall line originally because of the avail- 
ability of water power and later because of the impetus received 
from the early start. A significant development is in the in- 
creased amount of manufacturing being carrier on in the south- 
ern fall line and inner-marginal. cities and towns. These cities 





tLobeck, A. K., ‘‘Physiographic Diagram of the United States,’’ 
University of Wisconsin, 1923. 
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are now manufacturing a considerable portion of the cotton 
grown in the south. 

Fisheries and canning establishments are found at the ports 
and the inland towns to preserve the catches of the sea and the 
products of coastal plain agriculture. 

The port cities north of Norfolk, as a rule, have good natural 
harbors, but those of the south Atlantic and Gulf seaboards are 
at the ocean edge of the plain where the coast is comparatively 
low and flat. These harbors must be dredged to accommodate 
deep-draft vessels plying in the foreign, intercoastal, and coast- 
wise trades. 

The flat and comparatively unobstructed coastal plain offers 
no barrier to railroad transportation. North and south lines are 
cut across by east and west lines and a number of diagonal 
routes, so that the coastal plain is remarkably well served with 
railroad facilities. 

Highways are numerous and, as a rule, very good. Excel- 
lent facilities, good road surfaces, and an abundant volume of 
traffic tend to develop motor transportation. 

Railroad, steamship, and highway carriers compete with one 
another for traffic moving in long and short haul service in 
this territory. The rates of each class of carrier are affected 
by the rates of the others to a marked extent. Through rail-and- 
water, water-and-rail, and rail-water-and-rail routes, joint rates, 
and through billing arrangements are common in the coastwise 
trade in this section. 


OVERSEAS FREIGHT RATES 
The Trafic World New York Bureau 


The full cargo markets have been inactive and featureless 
the last week. The absence of business has contributed to the 
general weakness in rates, and brokers expect a further decline 
in July. Shippers have found it difficult to sell abroad and the 
failure of export trade to develop has naturally been reflected 
in scarcity of demand for vessel space. It is pointed out by 
brokers, however, that the character of the charter market is 
frequently changed overnight and that a revival of interest 
may occur any time. Any indication that the price of grain 
might turn upward, for instance, would be followed immediately 
by purchases for future delivery and this would lead to inquiries 
for vessels. 

While the full cargo trades are dull, shipments of general 
merchandise and parcel freight on berth steamers remain fairly 
good and are at least better than a year ago. The intercoastal 
situation westbound has been improved considerably by the 
recent conference agreement. 


The current range of rates on grain shipments abroad, which 
constitute the basis of the charter market, is as follows: From 
Montreal to the United Kingdom, 2s 6d to 2s 9d per quarter; to 
Antwerp-Rotterdam, 10c per 100 lbs.; to Hamburg-Bremen, 10c 
to llc; to the Mediterranean, 14c to 15c, all for July loading; 
from Montreal for August, September and October loading, 
3s 414d to United Kingdom, 15c to Antwerp-Rotterdam, 16c to 
Hamburg-Bremen, and 19c to the Mediterranean. Rates from 
Gulp ports average about 1c higher. 

Changes in overseas freight tariffs are announced as 
follows: 


Trans-Atlantic—Great Britain and Ireland: Glucose to Avon- 
mouth, Bristol, Cardiff, London, Liverpool and Manchester will be 
25c per 100 lbs. until August 31, same from September 1 to December 
31, will be 30c per 100 lbs. Glasgow bases 2c higher, while Belfast, 
Cork, Dublin, Hull, Leith and Newcastle base 3c higher than the 
rates shown above over the same periods. Southampton is 8c higher. 
The present rates on cotton and cotton linters from the Gulf, south 
Atlantis, Hampton Roads and north Atlantic ports to Great Britain 
and Ireland have been generally extended until December 31, 1927. 

Trans-Atlantic—Continental conferences: From the Gulf, cotton 
linters, under standard compression to Antwerp and Ghent, 75c until 
December 31, 1927, on first class steamers, 74c on second class liners 
and 73c on tramp vessels. Same to Rotterdam, Amsterdam, Ham- 
burg and Bremen, 67%c until July 31 and 69% from August 1 to 
December 31 on first class liners; same on second class steamers, 
66% until July 31, 1927, and 68% until December 31; same on vessels 
taking tramp insurance, 66c until July 31 and 68c from August 1 to 
December 31. 

From South Atlantic: Cotton _linters, standard compression, to 
Antwerp, Rotterdam, Amsterdam, Hamburg and Bremen, 62%c until 
July 31 and 60c from August 1 to December 31, first class liners; 
same on second class liners, 6l1c until July 31 and 591%4c from August 
1 to December 31; same on vessels taking tramp insurance, 59%c 
until July 31 and 59c from August 1 to December 31, 1927. Cotton 
linters, under webb compression or high density, will take rates on 
basis 15c lower than those mentioned above. 

Argentine and Uruguay—River Plate: Specie and bullion reduced 
to 1 per cent ad valorem in amounts up to $25,000. In amounts 
$25,000 to $100,000 the rate is % while sums of over $100,000 will be 
% of 1 per cent ad valorem. Shoe wax now takes fifth class rate; 
charcoal carbon again reduced, was fourth but now takes fifth class 
rate. 

Brazil—Rio, Santos and Bahia: Charcoal carbon reduced_from 
fourth to fifth class; specia and bullion will take same rates to Brazil 
as apply to the River Plate which are shown above; shoe wax now 
takes fifth class rate. 


Intercoastal shipping interests, which have been seeking 
an advance of $1 a thousand feet in the informally closed rate 
on lumber to the north Atlantic, were overruled as regards 
August loadings, and the $14 quotation has been retained for 
August. The interests supporting an advance made an effort to 
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If you are looking for “deep 
water, suitable terminal fa- 
cilities for the discharge of 
raw materials, adequate rail- 
way service from a central 
point, and a plentiful supply 
of efficient labor at fair 
wages,”* I shall be glad in- 
deed to discuss with you 
what the Port of Wilming- 
ton has to offer you. I 
solicit correspondence or a 


personal interview. 


Charles H. Gant, Manager 
Wilmington Marine Terminal 
Wilmington, Delaware 


*The quotation gives the reason why the 


President of one of America’s largest cor- 
porations gave preference to our port. 


WILMINGTON 


on the Delaware 
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Grows 
With the Demands of Shippers 












Constantly increasing demands for addi- 
tional facilities at The Port of Houston are 
being promptly met with a program of ex- 
pansion—affording every modern service to 
the shipper. The Port of Houston grows 
steadily with demand. 
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Tampa Interocean S. S. Co. 






“Port Houston” tells the fascinating story 
of this port’s great growth in picture-text 
and tariff. Send for a copy—it is free for 
the asking. 









Address 


The Director of the Port 


5th Floor Courthouse 
HOUSTON TEXAS 
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put the lumber-carrying lines on record for a $15 rate in Sep- 
tember, but this also was defeated. Instead, the meeting 
decided to leave the September rate undetermined until a later 
time. 
The demand for an increase of $1 from certain of the 
operators has been growing in persistency, and a still stronger 
fight for a $15 rate in September is expected, providing the 
market holds up. Those favoring the increase contend that there 
would be no difficulty in securing $15 on liner parcels, but other 
lines are opposed to any advance on the ground that stability 
would be jeopardized. 

Effective July 1, the United American Lines service from 
the Pacific Coast to Europe will be operated under the name 
of the Hamburg-American Line, with Sudden and Christensen 
as Pacific Coast general agents. In making this announcement, 
occasion was taken to deny reports that the Hamburg-American 
Line would establish its own freight and operating organization 
on this coast. For some time to come, it is stated, the German 
company will operate on this coast through its general agents. 

A new high rate for time charters on the Pacific has just 
been paid for the Danish motorship Nicoline Maersk, delivery 
at San Francisco and re-delivery at Australia. The rate is re- 
ported variously at $1.75 a deadweight ton and $14,000 a month, 
the latter working out at about $1.80 a ton. This is ten or 
fifteen cents higher than the top rate previously paid. The 
vessel is taken for a period allowing two trips to Australia with 
lumber. Tonnage is scarce in this trade, and the parcel rate 
has been advanced to $15 a thousand feet. 

Gestures toward the formation of a conference in the Gulf 
of Mexico-Pacific Coast trade along the lines of the new recip- 
rocal conference in the north Atlantic route are reported to have 
reached the point where all companies in the Gulf trade have 
signified their willingness to attend a peace meeting. The date 
and place have not yet been selected. It will be recalled that 
the last meeting of the Gulf lines, held in New York, broke up 
the first day, but Gulf operators now assert that there is a 
favorable prospect for peace. New Orleans and San Francisco 
are being considered for the next session. 


CANADIAN STEAMSHIP SERVICE 

Establishment of a regular steamship service between Van- 
couver and the west coast of Mexico and South America by the 
Canadian government merchant marine has been definitely de- 
cided on by the Canadian government working through the De- 
partment of Trade and Commerce, according to advices from 
American Consul Lee R. Blohm, Vancouver, B. C., made public 
by the Department of Commerce. ; 

No. definite announcement has yet been made by the depart- 
ment, which is said to be waiting until minor details of the 
service are worked out before advertising officially for cargo. 

Continued agitation for direct communication between this 
port and those of Chile, Peru and Mexico, and realization of the 
large amount of commodities almost immediately available for 
interchange between the southern republics and western Canada 
are said to have decided the authorities to institute the service 
this fall. 


OCEAN AGREEMENT APPROVED 

The Shipping Board has approved an agreement between 
the American-Hawaiian Steamship Company and the Royal 
Netherlands West India Mail covering a through billing arrange- 
ment on shipments from the Pacific coast to Haitian ports. 
Under the terms of the agreement the two lines will handle 
jointly freight from the Pacific coast to Haiti on the basis of 
combination of local rates from Pacific coast ports to New York 
and from New York to Haiti, plus cost of transfer to New York. 


OFFER FOR VESSELS REJECTED 

An offer by the Oregon Steamship Company of New York 
to pay $314,000 for the Defiance and the Courageous, two Ship- 
ping Board vessels of approximately 11,000 deadweight tons 
each, has been rejected by the Shipping Board. The rejection 
was in accord with a recommendation by President Dalton, of 
the Fleet Corporation, who said the vessels were peculiarly 
adapted for conversion to Diesel engine propulsion. 


DALTON TO VISIT GULF PORTS 
President Dalton, of the Fleet Corporation, will leave Wash- 
ington July 5 for a tour of inspection of Gulf ports. He will 
visit New Orleans first, and then Houston, Galveston and Corpus 
Christi. Later he will go to other Gulf ports. 


CANAL TANKER TRAFFIC 


In the month of May, 115 tank ships transited the Panama 
Canal, according to the Panama Canal Record. Tolls of 
$582,549.72 were collected on these transits. 


BOARD REFUSES ARBITRATION 


The Shipping Board has decided it cannot agree to contracts 
containing clauses providing for arbitration of disputes arising 
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between the government as a ship operator and shippers using 
government services. The position of the board was stated to 
be that while it would not agree to insertion in contracts of a 
clause that would provide for arbitration in all cases, it might 
agree to arbitration in individual cases. 

Representatives of the Galveston and Houston Cotton Ex. 
changes, the Galveston Board of Trade, the Merchants’ Associa- 
tion of New York, the Continental Grain Company, the North 
American Grain Exporters’ Association and the Chamber of 
Commerce of the United States recently asked the board to 
adopt the principle of arbitration for Shipping Board lines in 
connection with disputes over shipments. 


MAY USE FRENCH PORT 


Representatives of the port of Havre, France, urged the 
Shipping Board this week to make that port a port of call for 
Shipping Board lines. Motion pictures of the port were ex- 
hibited to officials of the board and Fleet Corporation. The 
proposal was taken under consideration. 


BOARD MAY SCRAP VESSELS 


The Shipping Board has under consideration a proposal to 
sell for scrapping purposes approximately 129 vessels of its 
laid-up fleet. A survey has been made indicating that that num- 
ber of vessels could be disposed of. Several years ago the board 
sold 199 vessels to Henry Ford for scrapping purposes. None 
has been sold since that time for that purpose. 


SHIPPING INQUIRY ABROAD 


Representative Wood, of Indiana, chairman, and Representa- 
tives Cullen, of New York, and Sandlin, of Louisiana, of the sub- 
committee of the House committee on appropriations that han- 
dles the independent offices appropriation bill, will sail for 
Europe July 2, to look into, among other things, the merchant 
marine situation abroad. The annual appropriation for the 
Shipping Board and Merchant Fleet Corporation is passed on 
by the sub-committee of which Mr. Wood is chairman. 


DENIES RESIGNATION REPORT 


James A. Wilson, formerly director of operations of the 
Fleet Corporation, now in charge of the laid-up fleet, has denied 
a report that he has resigned. 


URGES REPLACEMENT PROGRAM 


Construction of modern vessels for the American merchant 
marine is a necessity unless the merchant marine of the United 
States is to disappear, in the opinion of Professor Alfred H. 
Haag, of the Georgetown (D. C.) University School of Foreign 
Service. Professor Haag has done research work for the Ship- 
ping Board. 


FLEET CORPORATION CHICAGO OFFICE 


New consolidated offites of the United States Lines and the 
Merchant Fleet Corporation will be opened July 7 at 61 West 
Jackson Boulevard, Chicago. President Dalton, of the Fleet 
Corporation, will attend the opening of the offices. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as 
of June 1, was 68.8, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
61.2; refrigerator, 77; coal and coke, 73.3; stock, 85.9; flat, 76.1; 
tanks and others, 93.8. By districts the percentages for all 
classes of equipment were as follows: Eastern, 60.4; Allegheny, 
75.4; Pocahontas, 56.4; Southern, 66.3; Western, 73.4. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of June 1 showed the following: East- 
ern district, 99.6 as against 99.5 a year ago; Allegheny, 101.2 
as against 103 a year ago; Pocahontas, 75.9 as against 73.9 a 
year ago; Southern, 94 as against 98.4 a year ago; Western, 98.5 
as against 97 a year ago; all districts, 97.7 as against 98 a 
year ago; Canadian roads, 97.6 as against 95.6 a year ago. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended June 25 totaled 22,870 cars as compared with 21,558 cars 
(revised) the preceding week and 20,809 cars for the correspond- 
ing period of 1926, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Shipments were 
reported as follows: 


Apples, 153 cars; cabbage, 548 cars; asparagus, 42 cars; canta- 
loupes, 3,608 cars; celery, 113 cars; cherries, 116 cars; cucumbers, 682 
cars; eggplant, 24 cars; grapefruit, 34 cars; imports, 150 cars; grapes, 
14 cars; green peas, 24 cars; lemons, 384 cars; lettuce, 441 cars; mis- 
cellaneous melons, 48 cars; mixed citrus fruit, 59 cars; mixed vege- 
tables, 530 cars; imports, 3 cars; mixed deciduous fruit, 221 cars; 
onions, 142 cars; oranges, 1,039 cars; peaches, 2,139 cars; peppers, 
150 cars; plums and prunes, 273 cars; strawberries, 154 cars; string 
beans, 238 cars; sweet potatoes, 162 cars; tomatoes, 749 cars; water- 
melons, 4,862 cars; potatoes (1927 crop) 5,704 cars; potatoes (1926 
crop) 117 cars; imports, 15 cars. 
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MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Lecated in Heart of Railroad District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE C0. 






















Merchandise Storage and Pool Car 1857 CHICAGO 1927 


suas: Distribution ~zsee~ | MINUTE TD 
CROOKS TERMINAL WAREHOUSES 100 AUTH CANAL STREET 


7 FEARS’ EXPERIENCE 
CHICAGO, ILL. KANSAS CITY, MO. _ Tt YEARS’ EXPERIENCE ee 
Motor Trucking (OFT a toy tel Distribution .« 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 
References: Any jobber, banker or transportation man in the city. 


MERCANTILE WAREHOUSING AND RCT DEEP WATER AND RAIL CONNECTIONS 


DENVER, COLORADO 


Kennicott-Patterson Warehouse Corporation| | DENVER, COLORADO 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


Sepcnnsi amet Cricaco or S : a FIREPROOF WAREHOUSES ON rE mace tt 
DISTRIBUTION anc WAREHOUSING ne pater yours es at — a ise. Ne mt herd : 
Receipts The Weicker Transfer & Storage Company 





HOTEL COSMOPOLITAN] Foreign Freight | 


DENVER, COLORADO 


Opened Se 6 at = a8 ROOMS WITH BATH Forwarders 


The Largest and Finest Hotel in the State Established 1884 


“The Leading Hotel of Denver” D.C. ANDREWS & CO., Inc. 


ROY’S COSMOPOLITAN ORCHESTRA 27-29 Water Street, New York, U.S.A. 
EVERY EVENING Boston Office: 


2 
CALVIN H. MORSE, Manager C. S. PRYOR, Ass’t Manager 92 State Street 


PHILADELPHIA, PA. [UNION TRANSFER CO. 


Established 1867 
DELIVERY 1004-26 Spring —— St. Phone Popular 6210 


BREAKI 
Complete | FORWARDING [Service + Te ee eee Eee 


WAREHOUSING SE 
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BIG ROAD FIGURES 


Class I roads with annual operating revenues above $25,000,- 
000 each, for the four months ended with April, had an aggre- 
gate net railway operating income of $257,564,723, as compared 
was $255,600,324 for the corresponding period of 1926, and of 
$64,462,954 for April, as compared with $66,206,362 for April, 
1926, according to the Commission’s monthly statement, prepared 
by its bureau of statistics, from reports of carriers on operating 
revenues and operating expenses. 

The detailed figures for the individual roads, covering op- 
erating revenues, operating expenses, 
income and operating ratio, for April, 1927, and April, 1926, 


Operating Operating 
- revenues expenses 
Total—Roads reporte 
2 1927 $426,088,429 $327,956,074 
1926 428,453,920 329,869,231 
ow Mamons ae: 
sto aine— 
- 1927 6,286,193 4,823,537 
1926 sl 4,979,466 
New York, New Haven & Hartford— 
r 1927 11,662,616 8,452,669 
1926 11,927,023 8,400,537 
a ne me Reqien: 
awar udson— 
¥ 4 1927 3,419,217 2,840,844 
1926 3,974,046 2,822,696 
Delaware, Lackawanna & Western System— 
1927 7,417,526 5,050,594 
1926 7,484,274 5,200,599 
Erie (including Catcage & Erie)— 
1927 9,861,867 8,044,069 
1926 10,105,122 8,251,017 
Lehigh Valley— 
- ¢ 1927 6,363,684 4,914,238 
1926 6,861,946 4,787,120 
Michigan Central— 
- 1927 7,618,277 5,265,640 
1926 7,946,302 5,362,145 
New York Central (ineludin Boston & “Albany)— 
<n & 1639.6 24,165,623 
. i9a¢ 3 782312 24'168,819 
New York, eats. a, St. Louis— 
4,346,118 3,204,637 
1336 4,558,998 3,246,592 
Pere Marquette— 
1927 3,828,768 2,631,609 
> - 1926 3,757,002 2,669,410 
Pittsburgh La . Pam 
ies 927 2,582,054 2,222,245 
i926 2, 583, 865 2,184,292 
Wabash— 
1927 5,502,587 4,313,447 
1926 5,689,363 4,329,436 
Central Eastern Region: 
Baltimore & Ohio— 
1927 19,941,262 14,901,711 
1926 19,332,583 14,832,947 
Central of New Jersey— 
1927 5,013,611 3,688,097 
1926 5,117,127 3,459,935 
Chicago & Eastern Tllinois— 
1927 1,977,584 1,697,566 
1926 2, 044. 236 1,876,121 
Cleveland, Cincinnati, Chicago & & St. Louis— 
1927 5,874,061 
1926 7,448, 251 5,617,442 
Elgin, Joliet & Eastern— 
1927 2,157,883 1,494,592 
1926 2,207,633 1,460,013 
Long Island— 
1927 3,282,716 2,645,111 
1926 3,109,645 2,460,393 
Pennsylvania— 
1927 55,353,643 42,151,301 
1926 55,417,842 44,066,305 
Reading— 
1927 8,386,245 6,063,710 
1926 8,299,774 6,059,128 
Pocahontas Region: 
Chesapeake & Ohio— 
1927 10,964,860 7,604,875 
1926 9,676,636 7,271,12 
Norfolk & Western— 
1927 9,397,264 5,737,880 
1926 8,613,640 5,545,898 
Southern Region: 
Atlantic Coast Line— 
. 1927 8,119,051 5,458,543 
1926 9,060,340 6,222,362 
Central of Georgia— 
1927 2,321,358 1,793,375 
1926 2,572,594 2,039,588 
Illinois Central— 
1927 12,626,784 9,654,292 
1926 12,495,598 9,921,427 
Louisville & Nashville— 
1927 12,162,313 9,444,092 
1926 11,437,964 9,212,704 
Seaboard Air Line— 
1927 5,691,464 4,100,535 
1926 6,057,460 4,448,017 
Southern— 
1927 12,705,054 8,982,313 
1926 13,033,615 9,196,249 
Yazoo & Mississippi Valley— 
192 2,164,146 2,155,029 
198g 2,346,400 1,958,620 
Northwestern Region: 
Chicago & North Western— 
1927 10,918,114 9,188,586 
1926 11, 596, 596 9,767,230 
Chicago, Milwaukee & St. ‘Paul— 
1927 11,935,832 10,886,401 
1926 12°234°347 10,709,727 


net railway operating 


Net Oper- 
railway ating 
operating ratio 
income %e 
$64,462,954 77.0 
66,206,362 77.0 
926,140 76.7 
1,177,102 74.7 
2,012,940 72.5 
2,467,543 70.4 
401,055 83.1 
1,040,846 71.0 
1,730,884 68.1 
1,722,989 69.5 
963,088 81.6 
1,215,096 81.7 
941,069 77.2 
1,500,649 69.8 
1,839,852 69.1 
1,933,074 67.5 
4,994,748 76.4 
5,275,650 76.0 
858,046 73.7 
921,119 71.2 
790,908 68.7 
699,260 71.1 
563,049 86.1 
619,828 84.5 
602,286 78.4 
736,065 76.1 
3,694,022 74.7 
3,315,363 76.7 
1,059,590 73.6 
1,102,027 67.6 
57,517 85.8 
*87,360 91.8 
876,628 81.1 
1,303,827 75.4 
405,720 69.3 
467,142 66.1 
304,059 80.6 
302,740 79.1 
9,350,011 76.1 
7,228,180 79.5 
1,823,452 72.3 
1,883,939 73.0 
2,797,201 69.4 
2,099,964 75.1 
3,087,206 61.1 
2,614,319 64.4 
1,923,389 67.2 
1,772,774 68.7 
389,111 72.3 
370,248 79.3 
2,092,440 76.5 
1,778,684 79.4 
2,030,077 ve 
1,759,044 80.5 
1,116,670 72.0 
968,577 73.4 
2,720,846 70.7 
2,785,013 70.6 
*258,961 99.6 
133,863 83.5 
722,901 84.2 
997,027 84.2 
*141,055 91.2 
448,169 87.5 





Net 
railway 
Operating Operating operating 
revenues expenses income 
Chicago, St. Paul, pnnneapelio & & Omaha— 
1927 283 1,627,455 137,427 
1926 2 038° 11 be 1,696,086 173,267 
Great Northern— 
er 7,900,224 6,071,120 1,144,022 
926 7, 485, 546 6, 157, 150 699,159 
Minneapolis, St. Paul & Sault Ste. Marie— 
927 3,501,081 2,827,664 351,616 
i926 3,610,288 2, 958, 441 339,847 


Northern Pacific— 
1927 7,122,931 5,773,722 1,049,015 
1926 7,459,141 5,908,160 1,320,960 
Oregon-Washington R. R. & Navigation Co.— 
1927 2,150,729 1,913,003 *49,659 
1926 2,263,732 1,889,412 118,064 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1927 16,176,768 12,441,217 2,620,830 
1926 14,873,020 11,559,021 2,232,339 
Chicago & Alton— 
1927 2,038,124 1,787,771 *12,947 
1926 2,427,585 1,998,069 170,708 
Chicago, Burlington & Quincy— 
1927 11,481,672 8,730,053 1,453,305 
1926 12,442, 478 9,275,542 2,150,993 
Chicago, Rock ietend & Pacific— 


927 10,358,282 8,368,828 844,876 
1926 9, 617, 848 8,187,572 452,580 

Denver & Rid Grande Western— 
pia 2,344,023 1,933,661 289,136 
1926 27397,497 1,872,512 410,785 

Oregon Short Line— 

1927 2,559,934 2,083,363 160,304 
1926 2. 722, 410 2,127,822 280,385 


Southern Pacific-Pacific Lines— 3 
927 16,949,268 12,524,521 2,802,890 
1926 15,834,052 12,090,833 2,340,702 


1927 7,391,743 5,870,490 688,623 
1926 8,023,782 6,020,914 1,203,724 
Southwestern Region: 
Gulf, Colorado & Santa Fe— . 
1927 2,453,758 2,341,002 *119,111 
1926 1,924,273 1,840,941 *119,452 
Missouri-Kansas-Texas— 


Union Pacific— 


1927 2,821,354 2,097,347 535,438 

1926 2,613,224 1,772,979 656,817 
Missouri-Kansas-Texas of Texas— 

1927 1,730,817 1,260,983 236,088 

1926 1,562,211 1,271,519 91,333 
Missouri Pacific— 

1927 8,812,107 8,217,411 *155,089 


1926 10, 735,535 8,465,622 1,398,576 
St. Louis-San Francisco— 

927 6,754,465 5,203,631 1,302,732 

1926 7,014,646 5,114,022 1,603,534 
Texas & New Orleans— 


1927 5,574,326 4,887,807 259,884 

1926 5,363,244 4,937,971 *60,572 
Texas & Pacific— 

1927 3,105,607 2,543,803 248,685 

1926 2,604,499 2,197,281 189,852 


Central Eastern Region: 
Baltimore & Ohio— 


The figures for the four months follow: 


Total—Roads reported: 
1927 $1,693,572, 661 $1,304,746,156 $257,564,723 
1926 1, 687, 375,223 1, 304, 162, 151 255,600,324 
New England Region: 
Boston & Maine— 
1927 25,052,034 19,455,489 3,463,915 
1926 26,172,051 20,129,509 3,900,266 
New York, New Haven & Hartford— 
1927 44,453,250 33,734,608 5,900,422 
1926 44,622,373 33,322,452 7,314,776 
Great Lakes Region: 
Delaware & Hudson— 
1927 13,473,431 11,786,447 1,059,357 
1926 12,831,351 10, 872, 170 1,331,048 
Delaware, Lackawanna & Western System— 
1927 26,397,084 20,563,280 3,786,955 
1926 25, 739,903 19,622,005 4,048,374 
Erie (including Chisago & Erie)— 
1927 38,943,077 32,958,700 2,883,181 
1926 37,415 °397 31,603,131 3,055,453 


1927 23,858,092 19,710,002 2,202,595 

1926 22,831,313 18,836,551 2,288,895 
Michigan Central— 

1927 28,957,987 20,201,637 6,698,198 


Lehigh Valley— 


1926 30,720,274 20,992,175 7,344,189 


New York Central Gar eng, Boston & Albany)— 
927 125,356,078 97,565, 96% 18,113,847 
1926 124,738,455 96, 735, 584 19,138,400 
New York, Chicago & St. Louis— 
1927 17,570,344 12,950,113 2,960,441 
1926 17,977,906 12,926,626 3,461,095 
Pere Marquette— 
1927 14,114,379 9,923,331 2,912,233 
1926 14, 038, 495 9,922,697 2,834,076 
Pittsburgh & as. a ie— 
10,830,380 9,278,800 2,445,078 
1938 10, 919,491 8,868,556 2,931,878 


1927 22,384,033 17,222,993 2,854,452 
1926 22,341,598 16,875,563 3,126,787 
1927 78,593,137 60,841,957 13,000,843 
1926 =676, 178, 843 60,056,452 11,501,149 
Central of New Jersey— 
ioe EMS LAS ata 
y ,629 1,778,085 
Chicago & Eastern Ilinois— 
1927 9,291,575 7,576,616 774,274 
1926 8. 926, 823 7,662,356 339,826 


Wabash— 
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ratio 
% 


82.4 
83.2 


76.8 
82.3 


80.8 
81.9 


81.1 
79.2 


88.9 
83.5 
76.9 
77.7 


87.7 
82.3 


76.0 
74.5 


80.8 
85.1 


82.5 
78.1 


81.4 
78.2 
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IN OUR 


FIREPROOF 
WAREHOUSE 


f With Care, Speed 
and Courtesy 


z ' MEMBER A. W. A. 
MERCANTILE STORAGE & WAREHOUSE CO. 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in Los Angeles, Port of Los 
Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 
Space leased for Private Warehouse, Office and Display 


Desk Space with Desk and Office Service Rented 
Cotten Pressed to High Density 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 
TA RICA 
CANAL ZONE pesggie h l 


Cristobal ALSO 
PANAMA Ports of Guatemala 


and British and 
Bocas del Toro 


Spanish Honduras 
— issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 


For rates and other information, address 


17 Battery Place... New York, N. Y. 
321 St. Charles Street leans, La. 
Long Wharf Boston, Mass. 
Mernieate Building Chicago, Ill. 
Huff Shipping Company San Francisco, Cal. 


THE TRAFFIC WORLD 


PANAMA MAILS.S.CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
Te—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


Fro wae Francisco From Los Angeles 
S. S. COLOMBIA y 9 July " 
S. S. VENEZ Aug. 
s. s. ECUADOR August 22 
Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Sa La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal” (Panama) and Buenaventura. 
Trans-Shipment at Panama for South America and European Ports 


FFICES 
350 Marquette Bldg., Chi » Til. 2 Pine Street, San Francisce, Cal. 
10 Hanever Sq., New York N N. Y. 548 S. Spring St., Los Angeles, Cal. 


Middlesex Transportation Co. 


PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (,£3",) Fast Steamship Freight Service 
LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 
Steamer Connections Made with All Leading Water Lines in 
New York Harbor, _including Delivery of Freight 

We also Operate "Daily E: Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 


Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 


TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From PORT NEWARK, N. J. (New York Harbor) 
SE inhi n cin os vu sen enconnand .July 9 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From From From 
Houston Mobile New Orleans 
july 3 july 7 
July 13 July 17 
July 23 July 27 


COASTWISE GULF SERVICE 
From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sailings every 10 day every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Naseau St; New 3 "New ¥ York City 
Agensiees Beoumont, Buffalo JShlenao, bcago, Uae Angeles, cain 


New Orleans, Pensacola, Pi 





yt merase | 
enues 


,» Cleveland, ae Chics o & St. 


30,094,108 
1926 29,591,472 
Elgin, Joliet & Eastern— 
1927 8,793,811 
1926 8,598,658 


1927 11,760,440 
1926 11,014,067 


1927 219,711,896 
1926 219,621,273 


1927 31,755,086 
1926 30,868,985 


Long Island— 


Pennsylvania— 


Reading— 


Pocahontas Region: 


Chesapeake & Ohio— 
1927 


1926 
Norfolk & Western— 
1927 


1926 


Atlantic Coast Line— 
1927 32,006,890 
1926 


37,846,508 

Central of Georgia— 
927 9,566,129 
1926 10,581,521 


51,265,738 
1926 51,205,091 

Louisville & Nashville— 
1927 47,558,432 


1926 48,528,808 
Seaboard Air Line— 
192% 23,261,676 


1926 25,809,137 


1927 
1926 50,978,469 
Yazoo & Mississippi Valley— 
1927 8,803,836 
1926 10,193,162 


44,123,284 
39,915,456 


36,800,234 
35;365,754 


Southern Region 


Illinois Central— 


Southern— 


Northwestern Region: 
Chi 


cago & North Western— 
1927 44,545,066 
1926 45,363,958 
Chicago, Milwaukee & St. Paul— 
1927 48,527,193 
1926 48,892,446 
Chicago, St. Paul, Minneapolis & 
1927 8,176,421 
1926 8, 351, 569 
1927 


29,104,893 
1926 28,874,487 


Great Northern— 


48,809,804 © 


Operating 

oo 
Loui 
23,322, 2 724 
22,616,947 


5,608,727 
5,678,658 


10,250,017 
9,469,722 


173,486,213 
180,798,829 


24,325,927 
23,498,627 


30,286,398 
29,580,610 


23,702,329 
22,557,186 


22,454,610 
24,307,288 


7,180,939 
8,072,624 


38,334,786 
39,253,645 


37,923,087 
37,584,647 


17,222,180 
18,674,558 


35,881,788 
36,618,842 


7,456,621 
8,074,271 


36,828,093 
37,120,604 


41,194,835 
40,881,594 
Omaha— 
6,873,982 
6,968,334 


23,238,647 
22, 824, 230 


Minneapolis, St. res & Sault Ste. Marie— 


1927 13,406,525 
1926 13,661,783 

Northern Pacific— 
1927 26,491,321 
1926 28,240,154 
Oregon-Washington R. R. 
1927 8,215,701 
1926 8,586,641 


Central Western Region: 


Atchison. Topeka & Santa Fe— 


1927 64,224,587 
1926 58,836,772 
Chicago & Alton— 
: 9,461,232 


1927 
1926 9,623,941 
Chicago, Burlington & Quincy— 
1927 48,304,900 
1926 49, 833, 291 
Chicago, Rock Island & Pacific— 
1927 2,665,155 
1926 33° "020, 114 
Denver & Rio bic: | Western— 
9,764,207 
1926 9, 810, 327 
Oregon Short Line— 
a 10,343,832 
1926 = 11, 015, 853 
Southern Pacific-Pacific Lines— 
1927 64,951,228 
1926 = 63, 058, 828 
1927 


29,950,557 
1926 31,509,964 


Union Pacific— 


Southwestern Region 


Gulf, Colorado & ‘Santa Fe— 
1927 12,001,272 
1926 8,306,692 
Missouri-Kansas-Texas— 
1927 11,430,058 
1926 10, 671, wa 
Missouri-Kansas-Texas of Tex 
aaa A 197. 494 


6, 476,265 

Missouri Pacific— 

1927 40,699,328 

1926 42,663,047 
St. Louis-San Francisco— 

1927 27,194,421 

1926 28,302,893 
Texas & New Orleans— 

1927 22,514,798 

1926 22,274,740 
Texas & Pacific— 

1927 12,538,427 

1926 11,190,058 


*Deficit. 


11,190,758 
11,468,068 


21,807,978 
22,581,484 


& Navigation Co.— 


7,088,039 
7,292,590 


46,006,324 
43,116,223 


7,356,195 
7,754,271 


34,310,362 
36,468,694 


33,367,438 
32,348,078 


7,614,162 
7,374,294 


7,576,706 
8,294,928 


48,752,370 
47,768,749 


21,674,525 
22,459,407 


9,451,516 
7,195,526 


7,649,613 
7,131,163 


5,459,161 
4,976,817 


32,646,313 
33,254,512 


19,495,863 
20,021,475 


19,647,218 
19,305,002 


9,647,058 
8,866,504 
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Net 
railway 
operating 
income 


4,757,806 
5,039,867 


2,185,543 
1,847,758 


544,929 
745,676 


32,713,373 
24,811,336 


5,782,123 
6,302,883 


11,573,271 
8,939,109 


10,610,726 
11,012,850 
,082,457 
,579,310 


,751,635 
134, 482 


341,873 
1,050,688 


3,649,631 
4,620,907 


2,643,330 
3,675,190 


626,394 
709,157 


3,142,622 
3,328,300 


902,894 
908,833 


3,340,070 
4,605,542 


25,529 
279,095 


12,861,320 
10,944,989 


974,410 
769,355 


8,748,199 
8,785,694 


5,032,578 
2,848,908 


1,684,232 
1,866,111 


1,514,716 
1,481,481 


10,085,672 
9,449,691 


5,023,520 
6,061,100 


1,432,821 
295,514 


3,039,174 
2,895,396 


838,069 
598,111 


4,770,090 
5,948,778 


6,512,541 
6,723,080 


850,274 
854,054 


1,693,482 
1,327,175 


wper- 

ating 

ratio 
Jo 


77.5 
76.4 


63.8 
66.0 


82.2 
86.0 


79.0 
82.3 


76.6 
76.1 


68.6 
74.1 


64.4 
63.8 
70.2 
64.2 


75.1 
76.3 


74.8 
76.7 


79.7 
77.4 


74.0 
72.4 


73.5 
71.8 


84.7 
79.2 


82.7 
81.8 


84.9 
83.6 


84.1 
83.4 


79.8 
79.0 


83.5 
83.9 


82.3 
80.0 


86.3 
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ROUTING OF SHIPMENTS 
Editor The Traffic World: 

The writer notes Mr. A. O. Smith’s comment published in 
The Traffic World, June 18, page 1608, which has reference to 
the Commission’s decision in dismissing the complaint in docket 
17645 (Traffic World, June 11, page 1510)—misrouting from 
points in New York, to Lynchburg, Va. 

It is the writer’s opinion that shippers depent too much on 
the carrier’s agent in delivering shipments to the carriers un- 
routed, they having in mind the protection afforded them by 
Conference Ruling No. 214-C, in the event of their discovering 
a lower rated route which the originating carrier could have 
used in forwarding their shipments. As stated by the Commis- 
sion in this decision, the question is whether the carrier’s agent 
at point of origin could reasonably be expected to have knowl- 
edge of the lower rated route. Section 15, paragraph 8, of the 
act, grants to the shipper the privilege of routing his shipments. 
In the instant case, if this privilege had been exercised, assum- 
ing, of course, that the shippers themselves were aware of the 
existing lower rated route, the complaint in question would 
have been unnecessary. The writer is of the further opinion 
that shipments are delivered to the carriers unrouted by the 
shippers for their protection, because of the lack of knowledge 
as to the proper rate or route to apply, thus placing the re- 
sponsibility on the carrier’s agent (rate or billing clerk), though 
many times the means of obtaining this information is more 
readily available to the shipper. 

Congress, no doubt, had this in mind in enacting section 8 
of paragraph 15 of the act, as did the Commission in Conference 
Ruling No. 214-B. This decision, to the writer’s mind, will have 
no adverse effect on the intent and purpose of Conference Ruling 
No. 214-C, which makes it the duty of the carrier’s agent, in 
the absence of specific through routing instructions by the ship- 
per, to route via the cheapest reasonable route known to him. 
This decision, in effect, is no more than an admonition by the 
I. C. C. to shippers that they are expected to assume some 
responsibility with respect to routing as expressed by the Com- 
mission in Conference Ruling No. 214-G. 

This is the era of cooperation with the carriers. If the 
shipper, knowing the rate and route, would cooperate with the 
carriers to the extent of inserting both in the bill of lading, it 
would make unnecessary complaints of this character, conserve 
time and expense to the carriers and shippers, reduce, to a 
certain extent, the necessity of auditing freight bills, and in 
many other ways tend toward economy, in addition to allowing 
the Commission more time to give consideration to the many 
and more important duties with which that body is charged. 
If it is through lack of knowledge that the shippers deliver their 
goods to the carriers unrouted, the solution is in that problem in 
which we are all so concerned today—traffic education—i. e., 
educate the business executive to employ a traffic man familiar 
with the intricacies of transportation problems today to prevent 
the leaking out of his assets through that department which 
many, through lack of knowledge or understanding, or both, 
consider a liability, known as the shipping department, the 
proper conduct of which is intrusted by many concerns to the 
stock clerk or bookkeeper. 

J. Egan, 
John H. Graham & Co., Inc. 
New York, N. Y., June 23, 1927. 


TELEPHONE COMPANY EARNINGS 


Large telephone companies had an aggregate operating in- 
come of $78,468,125 in the four months ended with April, as 
compared with $68,618,302 in the corresponding period of 1926, 
an increase of $9,849,823, or 14.4 per cent, according to compila- 
tions made by the bureau of statistics of the Commission from 
reports of 76 companies. For April the operating income was 
$19,967,511, as compared with $17,926,730 for April, 1926, an in- 
crease of $2,040,781, or 11.4 per cent. At the end of April the 
number of company stations in service was 14,246,756, an in- 
crease of $823,139, or 6.1 per cent, as compared with the number 
at the end of April, 1926. 


NEW WAREHOUSE AT LITTLE ROCK © 
The New Terminal Warehouse Company building at Little 


Rock, Ark., has been completed. It occupies an entire block 
between Commerce and*Sherman streets in East Markham, in 
the heart of the city’s jobbing district. It is five stories, of con- 
crete and steel, finished with buff brick and terra cotta, having 
a storage space of 1,900,000 cubic feet. Its ten-foot double load- 
ing platform, with double trackage the full length of the building, 
is covered- and provided with collapsible steel doors, providing 
complete inclosure. It is served by the Missouri Pacific and 
is meant to be particularly fitted for pool car distribution. Com- 
plete fireproofing, trucking service, a special railroad office for 
signing bills of lading, routing, and otherwise expediting traffic 
are among the features of the new plant. It is the third struc- 
ture of the kind to be built by the president of the company, 
S. J. Beauchamp, and his associates. 
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Cuba-Mexican Gulf Ports 


FREIGHT SERVICE 


Sailings from New York 


FOR HAVANA— Weekly Express service every 
Saturday. Cuban ports—Weekly service for Santiago 
every Thursday. Fortnightly service for Cienfuegos, 
Guantanamo and Manzanillo alternate Thursdays. 
Sailings to other Cuban ports as freight offers. Mexi- 
can Ports—Weekly service to Vera Cruz and Tam- 
pico every Thursday. To Progreso fortnightly service 
alternate Thursdays. To Puerto Mexico, monthly 
service. 

Sailings from Philadelphia 

For Havana, Tampico and Puerto, Mexico— 

Monthly service. 


PASSENGER SERVICE 


Express sailings every Saturday to Havana on steamers 
“Orizaba” and “Siboney.” Steamers “Monterey” and “Mexico” 
furnish fortnightly service on Thursdays to Progreso, Vera 
Cruz, Tampico, Mexico. Ten and seventeen day cruises to 
Havana; Special round trip fares and rail-water circle tours to 
Mexico City in effect the year around. 


New YorK AND CusBa Martz S. S. Co. 


WARD LINE 


Pier 13, Foot of Wall St., New York City 


View CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Bosten & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 
Total General Storage Capacity: 9,706,000 Cubic Feet 
MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 


THE TRAFFIC WORLD 


ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., "*s'y'"" 


Ship by Water 


*“*DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los ieotlon: San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far wnat 


For rates, dates of sailings and other information apply 


WILLIAMS STEAMSHIP CO., | Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Rosouk St Dremel Bide, Oliver lig. Low Buliding 


our Branch Offices at ports of call, etc. 
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MEN IN TRANSPORTATION 





When the Commission, in the hearing on the application of 
the Chesapeake & Ohio for authority to acquire stock control 
of the Erie and Pere Marquette railroads, ruled that O. P. Van 
Sweringen, chairman of the board of the applicant, should an- 
swer questions held by his counsel to relate to irrelevant and 
personal matters, it established a precedent. Hereafter, it is 
believed, so far as proceedings before the Commission are con- 
cerned, applicants in control and unification cases must be 
prepared to give information called for, however remote from 
the issues raised by the application counsel for the applicant 
may believe the information to be. 

The ruling that Mr. Van Sweringen must answer was origi- 
nally made, in effect by Charles D. Mahattie, director of the 





CHARLES D. MAHAFFIE 


bureau of finance of the Commission. He overruled objections 
to the questions. The issue as to whether or not the questions 
should be answered was carried to the Commission, which upheld 
the director. 

Mr. Mahaffie became director of the bureau of finance in 
1922, succeeding W. A. Colston, who resigned to become vice- 
president and general counsel of the Nickel Plate. He has been 
in a position to obtain a broad view of questions relating to 
unification of railroads and the financing of railroad undertak- 
ings. The bureau of which he is the head has under its juris- 
diction many important duties imposed on the Commission by 
the transportation act of 1920. Through this bureau pass pro- 
posals relating to construction or abandonment of railroads, the 
acquisition by one carrier of control by another, issuance of 
securities by railroads, recapture of excess earnings, reimburse- 
ment of deficits in the period of federal control of the railroads, 
settlement of claims of carriers on account of the so-called 
guaranty section of the transportation act covering the period 
from March 1, 1920, to September 1, 1920, consolidation of tele- 
phone companies, and interlocking directorates of railroads. 


Mr. Mahaffie has presided in many of the important finance 
cases involving acquisition of control of carriers and construc- 
tion of lines. He conducted the hearings in the Loree south- 
western merger proceeding and the Oregon construction cases. 
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Other cases in which he has participated include the proposed 
New York Central unification case, the Missouri Pacific system 
control case, the Southern Pacific-Central Pacific control case, 
and the Southern Pacific-El Paso Southwestern Case. 

On July 6, the hearings on the application of the Chicago, 
Milwaukee, St. Paul & Pacific for authority to acquire the prop. 
erties of the old Milwaukee and to issue securities to carry out 
the Milwaukee reorganization plan and to end the present re. 
ceivership of the property will begin before Director Mahaffie. 
This proceeding promises to bear some resemblance to the Van 
Sweringen plan hearings, because H. W. Anderson, of Richmond, 
Va., who successfully opposed, on behalf of Chesapeake & Ohio 
minority interests, the Nickel Plate unification plan, and who 
also represented the opposition in the Chesapeake & Ohio hear-. 
ings, just concluded, will represent minority interests opposed 
to the Milwaukee reorganization plan. 

Born at Olathe, Kan., December 5, 1884, Mr. Mahaffie is still 
in his early forties. He attended the common schools of King- 
fisher county, Oklahoma, and Kingfisher College, from which he 
was graduated in 1905. He was elected Rhodes scholar from 
Oklahoma in 1905 and attended St. James College, Oxford, 1905- 
1908. In 1908-1909, he was instructor in jurisprudence at Prince- 
ton University. He began the practice of law at Chickasaw, 
Okla., in 1909, and in 1911 began the practice of law at Portland, 
Ore., where he remained until 1916. He was appointed solicitor 
for the Department of the Interior in 1916 and served in that 
position until 1921, when he became an attorney for the United 
States Railroad Administration. He remained with the Railroad 
Administration until the following year, when the Commission 
selected him as director of the bureau of finance. He is a 
member of the bar of Oklahoma, of Oregon, of the District of 
Columbia and of the Supreme Court of the United States. 





Personal Notes 


nh 


C. E. Jefferson has been appointed assistant freight traffic 
manager, western lines of the Canadian Pacific, at Winnipeg. 

F. B. Houghton has been elected vice-president in charge of 
traffic by the board of directors of the Santa Fe. He was freight 
traffic manager and has been with the Santa Fe since 1884. He 
succeeds Edward Chambers, who died. 

P. L. Shepherd has been appointed traffic manager, Savan- 
nah and Atlanta, at Savannah. 

James J. Hennessey, formerly commercial agent, C. & E. I, 
at Chicago, has been appointed district freight agent of the 
N. O. G. N., in charge of the office at Chicago recently opened. 
J. Fred Carey has been appointed district freight agent at Bir- 
mingham. H. E. Fry has been appointed general agent at Ha- 
vana, Cuba. 

A. D. Palmer has been appointed advertising manager of 
the New York Central, Michigan Central, Nickel Plate, and 
Pittsburgh & Lake Erie. 

J. E. Renquist has been appointed general agent, Fort Dodge, 
Des Moines & Southern, at Fort Dodge, succeeding H. F. Twin- 
ing, resigned. 

Because of the death of A. E. Disney, western passenger 
manager for the International Mercantile Marine Company, with 
headquarters at Chicago, changes in administration have been 
made. Separate passenger and freight offices have been amal- 
gamated under the management of J. D. Roth, former western 
freight traffic manager, with the title of western traffic manager. 
Business heretofore transacted by the Royal Mail Steam Packet 
Company will be carried on by the International Mercantile 
Marine Company. E. Robert Larson, manager of the former, 
will be western passenger traffic manager of the latter. T. 0. 
Nervig has been appointed western freight traffic manager. 


W. F. Nutt has been appointed industrial commissioner of 
the Lake Erie and Western and Clover Leaf districts of the 
Nickel Plate, at Frankfort, Ind. 

W. D. B. Ainey has been reappointed chairman of the Penn- 
sylvania commission for a term of 10 years. He has been chair- 
man since 1915. 

L. T. Hussey, chairman of the Kansas commission, has re- 
signed. 

Clarence B. Cardy has been elected president of the J. K. 
Deering Coal Company, Chicago, to succeed James B. Pauley, 
resigned. Mr. Cardy has previously been vice-president and gen- 
eral counsel and before that was general counsel for the C. & E. 
I. He has frequently represented the Middlewest Coal Oper- 
ators’ Association in Commission cases. : % 

The Southern Railway has announced a number of changes 
in personnel of its operating division, effective July 1. The 
changes involve promotions and assignments to other duties. It 
was stated that the changes were made to provide for better 
supervision of operations and to promote more efficient opera- 
tion. Approximately 30 officials are involved in the changes 
which were chiefly in the offices of general superintendents, su- 








No. 1 


posed 
ystem 
Case, 
‘icago, 
prop- 
ry out 
nt re- 
haffie. 
e Van 
mond, 


July 2, 1927 


NEWARK, N.J. 
STORAGE 


NEWARK WAREHOUSE Co. 


0 MALI 


Located in the Heart of the City of Newark, N.J. 


STORAGE IN TRANSIT 


Private Siding Connection with 
Central Railroad Co. of N. J. 


Sprinkler Throughout 


For rates and arrangements, apply to or write 
F. W. STOKES, Manager 
NEWARK WAREHOUSE C0., Newark, N. J. 


In the Heart of New York State 


Broad Street Warehouse Corp'n 


700 Broad Street 


Midwa _ between New York and Buffalo on 
Main New York Central Lines. Also 
connections with New York Barge Canal, West 
Shore R. R., Malone and Montreal R.R., - 
Soaen, Senses gat Samaere = R., New 
York, Ontario and Western R. R. and 
Sag ag ey tee Ae 
Trolley Freight Service 
‘Auto fem to all principal 
yy tn 


Utica is the most natural and prac- 
tical point for Warehousing and 
Distribution in Central New York. 


100,000 sq. ft. of fire-proof storage 

space. Private railroad sidings. 

Ample office space and desk room for manufactur- 
ers’ or shippers’ representatives. 


For complete or Further Information Address 


BROAD STREET WAREHOUSE CORP’N, UTICA, N. Y. 


WETZEL 


Drop Front Tariff Files 


are acknowledged to be standard equipment for 
filing and referring to freight and passenger tariffs 
by Traffic Managers and Chiefs of Tariff Bureaus. 
They are unequaled for efficiency, convenience and 
simplicity. 


=< 


These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 


Ti—Tep Section 


T2—Tariff File Section with 24 2-inch Drop Front Tariff Files 


T3—Tariff File Section with 16 38-inch Drop Front Tariff Files 


T5—Sliding Shelf Sectien 


T4—Tariff File Section with 12 4-inch Drop Front Tariff Files 


T6—Twe Drawer Storage Section 


T7—Low Sanitary Base Section 
Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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» vOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Decatur will hold its mid-sum- 
mer outing July 20 and 21. The program includes golf at the 
South Side Country Club both days, and luncheon at the club 
for the ladies, a picnic, which will include horseshoe pitching, 
races, and swimming, and a chicken dinner and dance. 





The Los Angeles Transportation Club held its last open 
forum meeting of the season at its club rooms June 29. Rex W. 
Boston, secretary-manager of the Truck Owners’ Association of 
Southern California, spoke on the Wagy bill (S. B. 709). The 


annual meeting and election of officers will be held July 11. . 


Luncheon will be served and a musical program presented. 





The Worcester Traffic Association will hold its annual out- 
ing at the Hillcrest Country Club July 14. Entertainment will 
include golf, baseball, and a lobster dinner. 

Approximately 150 attended the annual outing of the Can- 
ton Traffic Club at the Lakeside Shrine Club June 21. There 
were games and contests. 





The Traffic Club of Syracuse will hold an outing at the 
Hunters’ Club July 14. 

The Traffic Club of Atlanta will hold its annual outing at 
Warm Springs, Ga., July 15. There will be bathing, riding, golf, 
dancing, and other entertainment. The Traffic Study Club held 
a meeting at the Chamber of Commerce June 27. It had been 
postponed from June 13. I. G. Markey, manager, Southern 
Weighing and Inspection Bureau, led the discussion on “Weigh- 
ing and Inspection.” 





The Traffic Club of St. Louis will hold its summer outing at 
Riverview Country Club July 26. An extensive program of enter- 
tainment has been provided for, including swimming events, a 
golf tournament, trap shooting, and games and races. A chicken 
dinner and dancing will follow. 





The Traffic Club of Knoxville held a meeting at the Y. W. 
C. A. banquet hall June 29. Plans for the annual picnic to be 
held at Sunshine, a summer resort in the heart of the “Smokies” 
on Little River, were discussed. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club June 30. Robert Israel, representing the Izaak Walton 
League, was the speaker. A golf tournament will be held July 
14. A special invitation has been sent to the golfers of the 
Hutchinson Traffic Club. A chicken dinner will be held at the 
Green Parrot in the evening. 





At the annual meeting of the Traffic Club of Cleveland at 
the Congress Lake Country Club June 23, the following officers 
were elected: President, J. E. Anderson, assistant general 
freight agent, Big Four; first vice-president, A. H. Brown, assist- 
ant traffic commissioner, Cleveland Chamber of Commerce; sec- 
ond vice-president, W. H. Benham, general agent, U. P.; secre- 
tary, W. A. Ray, chief clerk, general traffic department, Nickel 
Plate; treasurer,-J. M. Gray, manager, Universal Carloading and 
Distributing Company; board of governors, L. R. Hook, assistant 
traffic manager, National Malleable & Steel Casting Company; 
J. T. Mullaney, traffic manager, Canfield Oil Company; W. D. 
Weber, traffic manager, Nicola, Stone & Myers Company; G. C. 
Brown, general agent, C. & A.; and C. S. Stephens, general agent, 
Nickel Plate. 

The Indianapolis Traffic Club held a meeting at the Spink- 
Arms Hotel June 30. R. R. Nace, superintendent of the Indian- 
apolis division of the Pennsylvania, spoke on “Development of 
Transportation.” 





The Junior Traffic Club of Chicago will hold its monthly 
meeting at the Palmer House July 7. Golf prizes will be 
awarded to the winners in the “Second Grand Golf Tournament” 
held at Galewood June 25. 





The Traffic Club of Minneapolis held its last regular weekly 
luncheon until fall at the Niccolet Hotel June 30. James F. 
Gould, commissioner of game and fish, was the speaker. There 
was a program of entertainment and music. 


OHIO VALLEY BOARD 


Business will continue active for the third quarter of the 
year in the territory of the Ohio Valley Shippers’ Advisory 
Board, according to the commodity committee reports sub- 
mtted at the meetng held at Indianapolis June 21. A slight 
falling off in manufacturing was predicted, but the general tenor 
of the reports was optimistic. Approximately five hundred at- 
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tended the meeting, including 329 shipper representatives, saiq 
to be the largest number ever at any advisory board meeting. 
Three hundred and seventy-eight new members were taken ip, 
which brought the membership to 1,078. G. Lloyd Wilson, assist. 
ant professor of commerce and transportation, University of 
Pennsylvania, was made an honorary member. 

A new departure, which met with favor, was a summary of 
the commodity committee and railroad reports by the chairman 
of the executive committee, Paul Hodges, of Columbus, O., for 
the purpose of leaving a clear picture in the minds of those 
present of the conditions presented. Guy L. Cory, of Spring. 
field, Ohio, general chairman, presided. 

A summary of the commodity committee reports follows: 


Building activities, while indicating a gradual and slight reces. 
sion throughout the country from previous high figures, promises 
well for the next quarter. 

Agricultural conditions are backward, due to almost continual 
rain throughout the territory. Present prices are encouraging. 
Progress in eliminating the corn borer in the affected district has 
been reported. Wheat, oats, rye, and barley yields will be disap- 
pointing, compared with last year. The hay crop will be fair to good. 

The auto industry reports an anticipated increase of ten per 
cent in shipments for the third quarter, as compared with the same 
period last year. Business will continue active. 

The clay products industry reports some lines continuing strong 
and others slowing up. Those furnishing building materials and 
refractories are very active. Overproduction is imminent in some 
lines, indicating a possible shut-down in the last quarter. 

Coal and coke will continue to move in large volume in the next 
quarter. The anticipated movement for that period is 926,500 car- 
loads—an approximate increase of ten per cent. The coal strike is 
affecting, slightly, the movement from Illinois Central and southern 
Ohio fields only. 

The large building program and road work will continue to move 
crushed stone, sand, and gravel in about the same volume as last 
year. Bad weather has delayed the movement for road work con- 
siderably, which will bring the peak of the movement somewhat 
later than last year. 

The fertilizer industry shows a fair volume of movement. 

Continued activity in the iron and steel industry is expected. 
Shipments should be about equal to those in the second quarter. 

Lumber prospects continue good. Some lines are slow but others 
expect increases. 

Miscellaneous production fair to active. Inventories about normal 
but production in some lines is excessive. 


The general condition of the railroads was reported as satis- 
factory, with a considerable program for improvements and ad- 
ditions to equipment outlined. 

In the evening the members of the board were guests at 
a dinner given by the Indianapolis Traffic Club at the Claypool 
Hotel. Prof. G. Lloyd Wilson and Thomas S. Southgate, vice- 
president, of the Norfolk-Portsmouth Chamber of Commerce, 
were the speakers. 


J. H. HENDERSON QUITS 


J. H. Henderson, commerce counsel for the Iowa commis- 
sion, who retired from the office July, after sixteen years of 
service, was the recipient of a testimonial of affection and admi- 
ration at a Commission hearing at Saint Paul June 24. Examiner 
W. J. Koebel presented him with a purse of gold as a tangible 
expression of the sentiment of his associates. Mr. Henderson 
made a short speech of appreciation, which was responded to 
by M. J. Healy, counsel for the Kansas Public Utilities commis- 
sion, speaking for the state commissions; Wallace T. Hughes, 
general attorney for the Rock Island, for the railroads; and 
Luther M. Walter, for the shippers. 

The following poem was composed by E. J. McVann and 
circulated in honor of the event: 


TO JUDGE HENDERSON: L’ENVOI 


Judge Henderson retiring! 

Now what do you think of that? 
Why he’s one of our ablest counsel 
And I'll bet a new straw hat 

That the Iowa freight rate experts 
Will often have cause to regret 
The Judge’s early retirement— 

For they owe him a great big debt. 


He has taken charge of their cases; 
He has put their exhibits in; 

When they got off the reservation, 
He herded them back again. 

He jollied the railroad lawyers; 
He joked the examiners, too, 

And kept everyone in good humor 
And never got in a “stew.” 


So— 
Now we are going to lose him. 
’Tis a loss that we all regret. 
And we hope that his new connection 
Will turn out the biggest yet— 
That his office will fill up with clients 
Of the kind that are able to pay 
And his fees will be figured in thousands 
With never the loss of a day. 
THE GANG 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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MARK IT 


Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 





‘= 


T. J. Kehoe, General Eastern Agent, 32 Broadway, New York City | 
' 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 














COM 








Pore seh Straight Bil) of Lading adopted by Carriers in Oficial, Southern and Western Classification frrritories, me a Lard 

[7] UNIFORM, STRAIGHT BILL OF LADING 
ORIGINAL—NOT NEGOTIABLE 

le Railroad Company 


VV COR ry 


GULF PACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 
AND - 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 


Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
209 South La Salle Street Chicago, Ill. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 


320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 





(jy T0 EXPEDITE YOUR 
SHIPMENTS 





















Instead of routing your 
next shipment through 
some heavily congested 
terminal, mark bill of lad- 
ing “Via Peoria, Ill.” You 
will save days by using 
this logical traffic transfer 
point. 


At 
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airires 4! prt by law, bee printed + 
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Fifteen railroad lines 
enter Peoria and switching 
service between any two 
of them requires only a 
few hours. 


paresis waprnawapeaewapencnmer se ——=- 
RECEIVED. subject to the classifications aud tarils w eff t om the date of the issue of this Biil of Leading, 
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that every 0 
bere! te eontained, including the conditions oo back berent 


Think what a valu- 
able advantage that is 
in the shipping of per- 
ishables. Think what it 
means in the shipping 
of any commodity re- 
quiring fast freight 
service. 


Expedite your ship- 
ments — mark bills of 
lading “Via Peoria, Ill.” 


Peoria Provides Switching Service Between These 15 Railroads 


Peoria and Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Co. 
Chicago & Alton Railroad Company 
Chicago & Northwestern Railway Co. 
Chicago, Burlington & Quincy Railroad Co. 
Chicago and Illinois Midland Ry. 

Chicago, Rock Island & Pacific , Com 


Cleveland, Cincinnati, Chicago & St. Louis Railway Company 


INQUIRIES SOLICITED Address E. F. Stock, Traffic Manager 


Illinois Central Railroad Company 
Illinois Traction System 
Minneapolis & St. Louis Railroad | Ouneeey 
New York, ry = St. L. R. R. Co. 
(L. E. & W. Dist.) 
Pennsylvania Rail 
Peoria Railway Terminal 
Toledo, Peoria & Western Railroad 


UNION STATION, PEORIA, ILL. 


Peoria «a Pekin Union Railway Company 
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THE TRAFFIC WORLD 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : > 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Tariff Interpretation—Transit Regulations 


lowa.—Question: A car of oats at “A,” in Iowa, west of the 
Mississippi River, and east of the Missouri River, shipped to 
“B” and milled at “B’ into rolled oats, packed in small cartons, 
each carton containing a nickel-plated spoon as a premium, then 
reshipped to a point in Trunk Line territory, say, point ‘“C,” 
under the rules as provided in Jones’ Exceptions to the Official 
Classification, I. C. C. 1762, which provides that ten per cent of 
the weight of the car will be charged at the first class rate. 
For example, a 40,000-pound car 4,000 pounds will be charged at 
the first class rate, from “B” to “C,” while the 36,000 pounds 
will be charged at the rate applicable on rolled oats. In using 
the proportional or reshipping rate out of “B,”’ when the oats 
originate at point “A;’ as described herein, it is our contention 
that rules and regulations as prescribed in C. B. & Q. Tariff 
I. C. C. 16735 will apply, which provides under item 60 that 110 
per cent of the rate for rolled oats, when not containing pre- 
miums, will be charged when same contains premiums. 

I wish to refer you to Jones’ Grain Tariff I. C. C. No. 1754, 
page 160, under the caption of Originating, Intermediate and 
Terminal Rules and Regulations. According to my interpreta- 
tion of the rule shown under this caption the rules and regu- 
lations as provided in Carrier’s Individual Tariff will apply. 
Understand, the grain which is to originate west of the Missis- 
sippi River is to originate on a point on the C. B. & Q. and will 
go forward on the C. B. & Q. via Chicago and connections. 

Will you please advise if, in your opinion, by using the 
proportional or reshipping rate out of B to a point in Trunk 
Line territory, the commodity being rolled oats with premium, 
the rules governing the charge to be made on package con- 
taining premiums, as carried in C. B. & Q. Tariff I. C. C. 16735, 
will apply or will we be compelled to be governed by the rules 
and regulations as provided in Jones’ Exceptions, I. C. C. No. 
1762, and pay on ten per cent of the weight at the first class 
rate from B to destination? What I want to know is, on a ship- 
ment as outlined herein, which rule we would have to be gov- 
erned by, the C. B. & Q. as an originating carrier or by the rule 
as carried in the Official Exceptions. 

Answer: In C. B. & Q. Tariff I. C. C. 16735, it is provided 
in the general application thereof that: 


Except as otherwise specifically provided herein, this tariff ap- 
plies on the lines of the C. B. & Q. R. R., P. & IR. RR, Q. OO. & 
ma <. R., R. P. L. & N. Ry. or T. & N. Ry., under tariffs which 
make specific reference hereto, unless different rules and regulations 
are provided for in tariffs under which shipments are handled. If 
tariffs themselves provide specific rules and regulations, such rules 
and regulations will take precedence over the provisions of this tar- 
iff. 


The only cross-reference to this tariff in Agent Jones’ I. C. C. 
1754 is the so-called omnibus clause, appearing on page 160, 
as amended on page 9 of supplement 19 to Agent Jones’ I. C. C. 
1754. The provision in the general application of C. B. & Q. 
I. C. C. 16735 as quoted above requires, it will be observed, spe- 
cific reference to the tariff which, in our opinion, is not provided 
for by the omnibus clause in Agent Jones’ I. C. C. 1754. There- 
fore, it is our opinion that the provisions of Agent Jones’ I. C. C. 
1762, which exception sheet governs Jones’ I. C. C. 1754, are 
applicable to a shipment such as that described by you. 

Tariff Interpretation 

Tennessee.—Question: Kindly advise the correct rate to 
apply on bones according to the following tariff file: 

First, there is a rate of $5.60 per ton on bones if same goes 
under junk rate. 

Second, the rate on fertilizer is $4.32 per net ton, referring 
to item 1068, page 81, of Speiden’s tariff 49-F, applying on fer- 
tilizer and fertilizer material (except as otherwise specifically 
published therein.) 

Third, the rate on glue stock is $4.32 per net ton, according to 


‘Speiden’s tariff 49-E, item 1092, page 78, and the tariff file reads 


as follows. Glue stock, viz., fleshings or hide trimmings, dry 


or green, in packages or in bulk. 


You will note from the above mentioned tariff file of fertilizer 


‘and fertilizer material, also glue stock does not include bones 


in the $4.32 rate, but you will note that the tariff file on fer- 
tilizer includes the clause (except as otherwise specifically pub- 
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lished therein), andthe tariff file of glue stock does not haye 
the clause (except as otherwise specifically published therein) 

The word glue stock is a general term and bones can be 
included under that term, and the word fertilizer is also a genera] 
term, and bones can be included under that term. 

The tariff file protected itself on fertilizer rate by incluq 
ing the clause (except as otherwise specifically published therein) 
and the tariff file of glue stock rate left the clause out; there. 
fore, let us know if we have the authority to include bones ip 
the glue stock rate of $4.32 per net ton on account of the tariff 
leaving out the clause (except as otherwise specifically publisheq 
therein). 

Answer: In our opinion, the rate to apply on bones whep 
shipped in straight carloads under Agent F. L. Speiden’s Tariff 
49-F, I. C. C. No. 980, is the fertilizer rate provided for in item 
1068. Item 1068 provides for rates on fertilizer and fertilizer 
materials as listed in section 1 of note 94, of Exception 3 tg 
the Southern Classifiaction, E. H. Dulaney’s I. C. C. No. 17, bones 
being listed therein as taking fertilizer and fertilizer materia] 
rates. 

While bones are included in item 912, which item provides 
for rates on junk, the rates provided in this item are applicable 
on bones only when in mixed carloads with the articles listed ip 
description A-2, reference being made to item 1068 for rates op 
straight carloads of bones. The rates provided for in item 1092 
on glue stock are applicable only on fleshings or hide trim. 
mings, dry or green, which description would not include bones. 

Tariff Interpretation 

Wisconsin.—Question: There apparently seems to be a con- 
troverted question with respect to the application of the mini- 
mum rate to prevail against rule 100 of Western Trunk Line 
Circular 1-S I. C. C. A-1644, reading “Barrels or Drums, Iron or 
Steel; Cylinders, Iron or Steel; second hand, empty L. C. L. 
minimum charge in accordance with the current Western Clas- 
sification. Straight or mixed carloads, minimum weight in ac- 
cordance with the current Western Classification. One-half of 
fourth class rates. 

Example: Western Classification provides on empty old gas 
cylinders fourth class L. C. L. and class C in carloads, subject to 
minimum weight of 36,000 pounds. A car weighing 36,000 pounds 
from A to B. The fourth class rate is 23 cents and class C is 
13 cents. 

The writer holds that the weight controls the application 
of the minimum rate as set forth in rule 1050 of the W. T. C. 
circular. And the one-half of fourth class rate of 11.5 cents 
would govern in case illustrated for the reason that it exceeds 
the prescribed minimum class C rate of 7.5 cents. 

It was argued that the one-half of fourth class rate is made 
applicable on L.C. L. only and the L. ‘C. L. minimum rates should 
prevail. The writer holds that it is applicable on any quantity 
and the weight controls the application of the minimum rates 
when involved. 

Answer: Item 100 of Agent Boyd’s Circular No. 1-S, I. C. C. 
A-1644, provides for rating of one-half of fourth class rates on 
barrels, or drums, iron or steel; cylinders, iron or steel; second- 
hand, empty, L. C. L. minimum charge in accordance with cur- 
rent classification, and the same rating when in straight or 
mixed carloads, minimum weight in accordance with the current 
Western Classification. In item 1050-C of supplement 40, it is 
provided: 


No rates shall be applied on any traffic moving under class rates 
lower than the amount in cents per 100 pounds for the respective 
classes as shown below for the several classifications. The minimum 
rates on any article shall be the rate shown below for the class 
at which the article is rated in the governing classification proper; 
subject, however, to such minimum weights, rules and regulations, 
but not ratings, as are published as exceptions to such classifications 
in schedules lawfully on file with the Interstate Commerce Commis- 
sion and State Railroad Commissions. 

In our opinion, under items 100 and 1050-C of Agent Boyd’s 
I. C. C. A-1644, the rate to apply is one-half of fourth class on 
either a carload or less than carload shipment, subject to the 
minimum class rate of 15 cents (fourth class), on a less than 
carload shipment and 7% cents (class C) on carload shipments. 
Therefore, the applicable rate on a less than carload shipment 
is 15 cents, the minimum fourth class rate, and on a carload 
shipment 11% cents, one-half of fourth class. 

Tariff Interpretation—Follow-Lot Rule 

Georgia.—Question: I am wondering whether you have ever 
ruled on the following question or whether you know of a case 
decided by the Commission similar to this. If so, I would ap- 
preciate any information that you can give me on this matter. 

On page 5, supplement No. 12 to Glenn’s I. C. C. A-430, South 
Atlantic Coast Points Class Tariff No. 2, there are various ex 
ceptions to the classification not published in Agent Dulaney’s 
I. C. C. No. A-17 and reissues, among them being one on lumber 
and articles taking same rates C. L. as follows: 

Except as otherwise provided below, class rates published in 
tariff, will not apply on lumber and articles taking same rates. 
In the absence of specific commodity rates apply the class “P” 
rates published herein, per car 24,000 pounds, excess in pro- 
portion. 

We have in mind several claims filed with us regarding 
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July 2, 1927 


Mo. Pac. and Con- 
nections Operate 
Thru Package Cars 


To 
Alexandria... ............. La 
[oe area ae Tex. 
Bes WHOERD ....cccccescecses Tex. 
Houston..............:sc000 Tex. 


Jefferson City............ Mo. 


Kansas City................ Mo. 
Kansas City........... .... Mo. 
RD ocd ssccbsnstsscieedss Tex. 
Little Rock................ Ark. 
Little Rock........... ... Ark. 
Memphis ............. Tenn. 
Monroe ........... .ssseseeee La. 
Palestine ................0... Tex. 
Pine Bluff.................. Ark. 
Poplar Bluff.............. Mo 

Salt Lake City....... Utah 
San Antonio .............. Tex. 
eee Mo. 
Shrevepott................... La. 
Texarkana................. Ark. 


Y LAREDO 
Route of Package Cars from Chicago to points on Missouri Pacific Lines 
From Chicago 


Deliver 
to 
Wabash 
Wabash 
Wabash 
Wabash 
C.&E.L. 
Wabash 


Cc; & E. IL 


Ill. Cent. 
Wabash 
C.&A. 
Wabash 
C.&E. I. 
Wabash 
Wabash 
Wabash 
Wabash 
Wabash 
Wabash 
Wabash 


C.&E. 1. 


Wabash 
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Arrive at 
destination 
4th morning 
4th morning 
4th morning 
4th morning 
5th morning 
2nd morning 
2nd morning 
2nd morning 
5th morning 
3rd morning 
3rd morning 
2nd day 
3rd morning 
3rd morning 
3rd morning 
2nd morning 
6th day 
5th morning 
2nd morning 
4th morning 
3rd morning 





For complete information cormmunicate with any 


freight representative or 


O. G. 


Parsley 
Assistant Freight Trafic Manager 
MISSOURI PACIFIC RAILROAD CO. 


Railway Exchange Building 


St. Louis, Mo. 


MISSOURI PACIFIC LINES 












































. gue 
“Good Public Service 


NEXT DAY 
DELIVERY! 


Why should a shipment be one day 
in transit and two days in the freight 
yards at the terminal ? 


Route your shipments via 


TRACTION 


at regular freight rates. 


Between 


COLUMBUS, OHIO 


and 


5000 Miles of Electric Railway 
Territory in Ohio-Indiana- Michigan 














Overnight Service 


Springfield, Dayton, Lima, Toledo, Ft. Wayne, 
Indianapolis, Newark, Zanesville, Urbana, 
Bellefontaine, London. 


2nd Day 


Cincinnati, Hamilton, Middletown, Sandusky, 
Findlay, Fostoria, Norwalk, Troy, Piqua, Muncie, 
Richmond, Connorsville, Anderson, Crawfordsville, 
New Castle, Logansport, Martinsville, Detroit, 
Monroe, Wyandotte. 


3rd Day 


Terre Haute, Lafayette, Warsaw, South Bend, 
Kendallville, Waterloo, Seymour, Louisville. 
Jackson, Lansing, Battle Creek, Kalamazoo, 

Grand Rapids, Muskegon. 























The “IC&E” and “Southern Ohio” 


Traction Lines 


W. R. HUFFER, Traffic Manager 
201 Interurban Terminal Bldg., Columbus, Ohio 
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shipments of shingles moving under the class “P” rating named 
above, the shipments requiring the use of two cars. The ton- 
nage was too heavy to load in one car. Shingles in the Southern 
Classification carry a minimum of 36,000 pounds and would be 
subject to the overload rule in rule 24. However, these ship- 
ments carry a minimum of 24,000 pounds and it is a question 
of whether there is an overload rule applicable to such ship- 
ments or not, since rule 34 is not applicable either. 

Answer: In our opinion, rule 24 of the classification is not 
applicable in connection with shipments described by you. Rule 
24 of the classification is applicable only when the authorized 
minimum for a carload rate is 30,000 pounds or more. Where 
a rate is stated in dollars per car of a specified weight, in this 
instance 24,000 pounds, the specified weight is the maximum 
amount which will be transported at the per car charge, any 
excess being chargeable in proportion. 

There being no minimum weight prescribed where a rate 
is published in this manner, rule 24 cannot be applied, for its 
use is contingent upon a minimum weight of not less than 30,000 
pounds being specified. 

In rule 14 of the classification it is provided that carload 
ratings or rates apply only when a carload of freight is shipped 
from one station in or on one car, except as provided in rule 
24, in one day, by one shipper, for delivery to one consignee at 
one destination. The provision “excess in proportion” does not, 
in our opinion, authorize the use of more than one car which, 
under rule 14 of the classification, constitutes a carload shipment. 

Tariff Interpretation 

California.—Quegtion: We have had numerous shipments 
of automatic lubricators from Detroit, the charges being assessed 
at the first-class rate. We filed claims to reduce the rate to 
$3.45 as carried on lubricating and grease cups in Item 635 
Trans-Continental Freight Bureau 1-W. Claims have been de- 
clined with the advice that this commodity rate does not apply 
on automatic lubricators. This item provides for cups, lubri- 
cating or grease, and does not specify whether they should be 
automatic or otherwise. 

The railroad refers us to Item 19, page 286 of C. F. C. No. 4, 
which provides that the rating on automatic lubricators applies 
on lubricating devices which regulate or supply lubricants by 
air, pump, spring, steam or other pressure automatically applied 
or by gravity or wick. Is there any other way by which a lubri- 
cant can be supplied. Item 21, page 286, provides for cups, 
lubricating or grease, other than automatic. 

Do you think we are justified in filing this claim? If so, 
can ‘you quote us any authority? 

Answer: The Commission has held that commodity rates 
are to be read in the light of the governing classification. See 
Grosjean Rice Milling Co. vs. D. G., 89 I. C. C. 395. 

Item 18, page 286, of the Consolidated Classification pro- 
vides for a first-class rating on automatic lubricators or grease 
cups, N. O. I. B. N. Ratings are also provided on lubricators 
or grease cups other than automatic, in items 21, 22 and 23 on 
page 36. On page 49 of the classification it is provided: 


In the descriptions which follow, ‘‘and’’ is used to couple the 
descriptive terms between which it is used; ‘‘or’’ is used where the 
description includes either or both of the descriptive terms between 
which it is used; and the descriptive terms appearing within pare 
enthesis constitute another description of the identical article im- 
mediately preceding the parenthesis. 


Inasmuch as the word “or” is used in the description in 
item 18 on page 286 of the classification the ratings apparently 
apply on two articles, i. e., automatic lubricators and automatic 
grease cups. 


If this be true the rates provided for in item 635, page 233 
of Trans-Continental Tariff 1-W on cups (lubricating or grease), 
will apply on either automatic or other than automatic grease 
cups, but will not apply, in our opinion, on automatic lubricators. 


Tariff Interpretation—Inspection of Express Shipment 


INinols.—Question: A car of berries billed from a point 
in Louisiana to a point in Illinois consigned to himself via ex- 
press, and which had on the express receipt the instructions, 
“Allow inspection at .......... Louisiana”, an intermediate 
point, while the train was at this station. The consignee was 
at the station to inspect car, having plenty of time to do so, as 
the train remains at that point for seven minutes and inspection 
could have been accomplished without delaying train from this 
station. 

However, the agent would not allow this party to inspect 
the car, the result being that the prospective customers which 
were to be a party of the inspection, and who wanted to see 
the berries before buying, could not see them one would not buy. 
The car then rolled on to its destination and could not be placed 
advantageously, which resulted in a loss to him that would not 
have been had the prospective buyer been allowed to inspect 
contents at point of inspection. 

Cannot the express company be held for this loss, inasmuch 
as they did not comply with instructions? Their tariff allows 
special instructions on express receipts providing they are not 
unreasonable, but since train would not have been delayed the 
request is not unreasonable. Also their tariff allows partial un- 
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loading from a waiting train as long as it does not delay the 
train, and this therefore makes this case look all the more 
reasonable to allow inspection. 

Answer: Rule 2(g) on page 18 of Official Express Classif. 
cation No. 30, George S. Lee’s I. C. C. 3280, provides: 


Shipments Bearing Special Instructions. If shipments are ae. 
cepted bearing special instructions of the shipper to the Expregs 
Company, affecting the handling or delivery of shipments, and calling 
for service not provided for elsewhere in the tariffs or classifications 
of the Express Company, no responsibility for compliance with such 
instructions will be assumed, nor will claims be paid by the Express 
Company for failure to observe or comply with such special instruc. 
tions. 


Unless authorized by a tariff of the express company the 
express company, under Rule 2(g) of the Express Classification, 
is not liable for a failure to comply with special instructions 
such as instructions to allow inspection at a point en route. 

See, also, in this connection Trans-Mississippi Grain Comp. 
pany vs. C. B. & Q., 41 I. C. C. 612; Trexler Lumber Company 
vs. D. G. et al., 58 I. C. C 754 

Liability of Carrier—Astray Shipments 

IItinois—Question: Will you kindly review the following 
proposition and express your opinion in the matter, stating any 
judicial decisions which may have some bearing? During the 
latter part of 1924 and the year 1925 we made thousands of ship- 
ments from our Brooklyn Branch to customers of ours in the 
state of Florida. Naturally there were quite a few stores in 
operation at that time (on account of boom) and credits had 
to be watched closely. Very many shipments were “astray”: 
others had packages short. Customer sent in noted freight bill; 
we allowed him the credit and filed claims. Now, after one and 
more years they return our claims attaching delivery receipts 
showing where the shortages were later delivered. However, 
most of the dealers and restaurants have since gone out of 
business and there is no way in which we can get our money. 

To what extent, if any, can we hold carriers for not advising 
use of these deliveries within a reasonable time after our claims 
were filed? 

Answer: We can locate no decision specifically in point; 
however, in our opinion the carriers are not liable for the value 
of shipments as to which claims were filed with the carriers, 
but were later delivered, the carrier holding receipts showing 
the delivery thereof. Delay in the delivery of goods does not 
constitute conversion and therefore the liability of the carrier 
is limited only to such damages as resulted from unreasonable 
delay, assuming that there was such. Jackson vs. N. Y. C. etc. 
R. Co., 167 Ill. App. 461; St Louis Merchants Bridge Terminal R. 
Co. vs. Tassey, 122 Ill. App. 339; Louisville, etc., R. Co. vs. Heil- 
prin, 95 Ill. App. 402; The Caledonia, 157 U. S. 124; Fox vs. 
Boston, etc., R. Co. (Mass.), 19 N. E. 222. 

In actions for damages resulting from wrongful delay in 
transportation damages will ordinarily be confined to such dam- 
ages as are actually sustained. Ordinarily the damages recover- 
able are such, and only such, as are the proximate result of the 
delay, and not such as might have resulted from it. The most 
usual element of damages for delay in transportation is the 
difference between the market value of the goods shipped at the 
time and the place the delivery should have been made and their 
market value at the time when delivery was in fact made. In 
this connection see our answer to “Pennsylvania” on page 768 
of the March 19, 1927, Traffic World under the caption “Liability 
of Carrier for Delay in Investigating Claim”, which resulted in 
shipper losing right of action against consignee for purchase 
price of goods. 

Liability of Carrier~ 


South Carolina.—Question: We recently had a carload of 
freight for consignee located at a local station on our line. This 
car was billed to order of shipper and our agent was given writ- 
ten advice as to the party to be notified upon arrival of this car. 
Car was duly placed and party specified by the shipper was 
notified. He in turn refused the shipment because same was 
not made at the time specified in his contract of purchase and 
they had made other arrangments and could not use this ship- 
ment due to shipper’s delay in making shipment. 

Car remained at destination the required free time period. 
Shipper was in due course notified by telegram of the refusal. 
In the meantime, for our own convenience, we moved this car 
from original billed destination to a hold-out point on our line, 
and in the meantime shipper claims to have sent a representa 
tive to destination to dispose of the car, and when he called at 
that station the car was not there, as same had been moved. 
The shipper takes the position that he is not liable for demur- 
rage or storage charges due to the fact that we moved the car 
from original destination without his consent, and had we left 
the car there his representative would have been able to dis 
pose of car and avoid demurrage that has now accrued. 

What we would like to know is whether or not the languagé 
used in Section 4, paragraph A, of the bill of lading contract 
would require us to hold this freight in car at original destina 
tion or to unload same and store in some public or licens 
warehouse; or have we the right to move the car to any other 
available place for storage. Shipper further contends that since 
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we moved the car from original destination- that they are not 
required to furnish disposition and has advised us that they 
refuse to pay storage and give disposition, leaving the car en- 
tirely in our hands for disposition. 

Answer: We see nothing in the provisions of paragraph A 
of Section 4 of the Uniform Bill of Lading Contract Terms and 
Conditions which requires a carrier to hold a shipment at the 
point of destination after the shipment has been refused by the 
consignee. The provisions thereof read as follows: r 

Property not removed by the party entitled to receive it within 
the free time allowed by tariffs, lawfully on file (such free time to 
be computed as therein provided), after notice of the arrival of the 
property at destination or at the port of export (if intended for 
export) has been duly sent or given, and after placement of the 
property for delivery at destination has been made, may be kept 
in vessel, car, depot, warehouse or place of delivery of the carrier, 
subject to the tariff charge for storage and to carrier’s responsibility 
as warehouseman, only, or at the option of the carrier, may be 
removed to and stored in a public or licensed warehouse at the 


‘place of delivery or other available place, at the cost of the owner, 


and there held without liability on the part of the carrier, and sub- 
ject to a lien for all freight and other lawful charges, including 
a reasonable charge for storage. 


In so far as the removal of the goods from the car and 
storage in a public or licensed warehouse was concerned, para- 
graph (a) of section 4 provides that the goods may be stored 
at the place of delivery or other available place. With referenge 
to goods which remain in the car there is no specific provision 
that the car may be moved to another point, but, likewise, there 
is no provision that the car must remain at the’ point of des- 
tination. With respect to the constructive placement of cars“in 
so far as demurrage is concerned, see Union Bag and Paper 
Corporation vs. D. G., 61 I. C. C. 427. 

Apparently the carrier was not advised of the fact that a 
representative of the shipper desired to inspect the shipment 
after its refusal by the consignee. The mere fact that the car 
was moved from the point of destination for storage after its 
refusal does not, in our opinion, justify the shipper in abandon- 
ing the shipment. 

In our opinion the shipper must give disposition instruc- 
tions, failing to do which the carrier may sell the goods for 
freight and storage charges, any balance of the proceeds of the 
sale after deducting the freight and storage charges to be paid 
to the shipper. 

Demurrage 


Michigan.—Question: Contractor “A” granted permission 
by carrier to set up his gravel unloader on public delivery track, 
at east end of elevator owned by “B,” the elevator being on 
leased ground served by the same track. Cars for unloading 
by “A” are lined up from the unloader west, loads moved to 
unloader and empties moved on east as unloaded, by ”A.” When 
“B” has cars placed at his elevator for loading or unloading it 
interferes with “A” to extent that he cannot move loads to his 
unloader until cars placed for “B” are unloaded or loaded so 
they may be moved on east with the cars of “A.” 

Is “A” subject to restrictions as shown in the note in sec- 
tion E, rule 8, account of note 2, section D, rule 2, of I. C. C. 
1855, Car Demurrage Rules and Charges, account his cars must 
be all unloaded at place where his unloader is located? 

Answer: The note which is included in section E-1 of rule 
8, of the National Car Demurrage Rules as published in Agent 
B. T. Jones’ I. C. C. 1855, applies to other than public delivery 
tracks only, and therefore is not applicable to the instant case. 

We do not believe that the disability under which contractor 
“A” is operating by reason of his gravel unloader being located 
on a public team track contiguous to the elevator of “B” is one 
which is chargeable to the carrier, and is therefore a ground 
for the waiver of demurrage under the provisions of section E 
of rule 8. Furthermore, we can find no other provision of the 
demurrage tariff which exempts cars held beyond free time 
under the circumstances set forth by your from demurrage. 

Weights and Weighing 

Illinois.—Question: With further reference to our letter of 
December 30, 1926, answered in Traffic World of January 15, 
1927, on page 180, under the caption, “Weights and Weighing,” 
we find that the shortages involved are due to the fact that cars 
were light weighed at point of origin, the actual weight being 
used to arrive at net weight of contents. Upon arrival at des- 
tination cars were not weighed light, but marked tare was used 
to determine the net weights, resulting in the discrepancies in 
question. Consignee reimbursed us for the net weights shown 
at destination, which are short from two to twelve tons. 

Carriers have offered settlement of claims entered on the 
basis of difference between gross weights, stating that when the 
tare weights differ the gross weights only can be used to de- 
termine amount of loss. This decision practically eliminates our 
claims, and we contend that origin weight is correct and we 
should be reimbursed by the carrier for shortages shown by 
net weights at destination, as this is the weight upon which 
consignee makes settlement to us. 

Please let us have your views as to the above and any in- 
formation you may have relative precedence. 

Answer: If the carrier has receipted in the bill of lading 
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for a stated amount, i. e., the net weight, arrived at by deduct. 
ing from the gross weight of the car and contents the light weight 
of the car, subject to correction, the carrier must show that the 
amount receipted for was not received by it for transportation, 
A net weight at destination, arrived at by deducting from the 
gross weight (either the gross weight obtained at origin or that 
ascertained at destination), the marked tare weight of the car, jg 
not a proper weight to be used for correction of the origin 
weight. The light weighing of a car immediately preceding its 
loading is better evidence of the weight of a car than the markeg 
tare weight, unless the marked tare weight was obtained at q 
recent date, while the weighing of a car a second time does not 
prove the gross weight obtained at origin, in the event it differs 
from that obtained at destination, to be erroneous. A third 
weighing of the car would, however, tend to a determination of 
the correct gross weight. In our opinion, unless the carrier 
can show that the marked tare weight of the car is correct and 
that the gross weight obtained at destination and not that ob. 
tained at origin, is the correct gross weight, its receipt for q 
specified amount in the bill of lading, if the bill of lading speci. 
fied the weight of the shipment, must stand, and the carrier 
may be held liable for the difference between this amount and 
the amount delivered to the consignee. See Smith vs. L. & N,, 
209 N. W. 465, the decision in which case is set forth on pages 
641 and 642 of the September 18, 1926, Traffic World. 


Notice of Claim—What Constitutes 


Wisconsin.—Question: In July, 1926, we consigned to one 
of our customers a cabinet which arrived quite badly damaged. 
Consignee called in the railway agent, who inspected the ship- 
ment and made notation covering damage on the back of the 
freight bill. The damage, however, appears to have been of a 
concealed nature. 

Our customer neglected to say anything about this until 
after the limitation period of six months had elapsed. The 
question in my mind is this—that when consignee called the 
attention of the delivering carrier to the damage and said dam- 
age was properly inspected by said carrier with proper notation 
of such damage written by said carrier on the back of the freight 
bill, does this constitute notice of intention to file claim? 

We would appreciate any decisions or conference rules cited 
on this subject. 

Answer: Whether or not a notation on a freight bill as to 
loss or damage constitutes a notice of claim, is the subject of 
conflicting decisions by the courts. In Schaff vs. Ike Exstein & 
Bros., 270 S. W. 589, it was held that neither notation of short- 
age nor knowledge of agent of delivering carrier is sufficient 
notice of claim; that where the consignee claims a shortage of 
three boxes of shoes, a written notation by delivering carrier’s 
agent on freight and expense bills that shipment checked three 
cases short, in connection with verbal notice by consignee, did 
not constitute a claim for loss made to the delivering carrier. 
However, in Hyatt Roller Bearing Company vs. Pennsylvania 
Railroad (N. J.), 104 Atl. 82, the only notice of claim, it appears, 
was the shortaage notation on the freight bill and a letter from 
the claimant informing the carrier of the shortage. This was 
held to be sufficient notice of claim. See also, New Orleans 
and Northeastern Railroad vs. Wood (Miss.), 73 Southern 315; 
Illinois Central vs. Rodgers & Hurdle (Miss.) 76 Southern 686; 
Slider vs. Pere Maruette (Mich) 161 N.W. 961. In the following 
cases, however, shortage notations on freight bills were held 
insufficient notice of claim: Cunningham vs. Mo. Pac. (Mo.) 
187 S.W. 282; St. Louis, ete. Railroad vs. Overton (Tex.) 178 
S.W. 824. 

Drayage Allowances 


Indiana.—Question: The published transfer rate by dray 
between railroads “A” and “B” on interstate traffic as published 
in “A’s” switching tariff is 4 cents per 100 pounds, the tariff 
specifying that the delivery line pays all. 

The drayman engaged to handle the traffic between railroads 
“A” and “B” has purchased equipment and paid his help at a 
loss to himself as carrier “A,” on whose line the transfer is the 
heaviest, has taken it upon himself to switch the transfer freight 
in a car each day to carrier “B.” At other points along the line 
of carrier “A,” where the car method of L. C. L. transfer is 
used, the tariff specifically states “Free by Car.” No amend- 
ment has been made to the tariff and the question involved 
seems to be as to whether or not the draymen can compel the 
carriers to pay him on the basis of 4 cents per 100 pounds for 
the tonnage he has lost through the carload transfer method. 
Can he not continue to collect this 4 cents as long as the tariff 
remains in its present condition? 

Answer: As we understand the situation, carrier “A” has 
published a charge of 4 cents per hundred pounds for the trans- 
fer of less than carload shipments between its line and carrier 
“B,” which charge is in addition to the through rate applicable 
on shipments moving between points on its line and points 
on the line of carrier “B.” , 

In the event the carriers have by contract engaged the serv- 
ices of the drayman to perform the transportation service 
covered by the published charge of 4 cents per 100 pounds 
above referred to, the drayman may, of course, stand upon the 
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Men fe SOUTH—the nation’s winter playground—is setting new high marks in 
| 315; the story of American achievement. For, notable as are the South’s friendly 
walk climate and genial hospitality, it is on her farms and in her workshops of 
aa industry that these marks are being made. 

) 178 In the last twenty-five years the value of things made in the South has in- 
creased fivefold; and the value of things grown fourfold. 
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terms of his contract which may be terminable upon notice at 
the will of the parties thereto, or may run for a stated period 
of time. However, in the absence of a contract between the 
carriers and the drayman, it is our opinion that the publication 
of the transfer charge of 4 cents per hundred pounds, which 
charge is to be paid by the shipper, confers no right of action 
by the drayman against the carrier lies to compel the payment 
to him on the basis of 4 cents per hundred pounds for the ton- 
nage he has lost through the performance of the service by 
carrier “A” through the means of its car transfer. The publi- 
cation of the 4-cent transfer charge is not a holding-out on the 
part of the carrier, in our opinion, to the drayman that it will 
pay him this amount. A carrier may itself perform any trans- 
portation service covered by its tariff rates, or it may engage 
the services of another party to perform the transportation 
service, but unless there exists between the carrier and another 
party (a drayman) an agreement for the performance of the 
transportation service by that party, no compensation can be 
claimed by the party if the carrier sees fit to perform the service. 


FOURTH SECTION LUMBER RATES 


Testimony as to the necessity, from the carrier point of 
view, for violations of the fourth section of the interstate com- 
merce act on lumber rates from southern Pacific coast territory 
to C. F. A. territory was given by J. E. Adair, chairman of the 
fourth section working committee of the Central Freight Asso- 
ciation carriers, at a hearing in Chicago before Examiners Hill 
and Crowley June 24, on fourth section application No. 12725, 
filed jointly by B. T. Jones and R. H. Countiss. 

Mr. Adair said he was offering justification only for such 
violations as might exist in the territory of the carriers he 
represented, which, he explained, were mainly violations of the 
equidistant rule. He said the violations were occasioned by the 
fact that some of the routes open on the traffic went through 
higher rated territory into lower rated territory, and that the 
result of a denial of the relief requested would be that certain 
routes logical to the traffic would have to be closed and longer, 
more circuitous ones would have to carry it. He said the rates 
as published reflected long established group adjustments—that, 
in fact, the group adjustments had determined the rates involved, 
and that the rates applying through the higher rated groups in 
C. F. A. territory to the lower rated territories were reasonably 
compensatory. 


OPERATING STATISTICS 


Operating statistics of Class I railroads, not including switch- 
ing and terminal companies, for April and the four months ended 
with April, 1927, and 1926, compiled by the Commission’s bureau 
of statistics from reports of the carriers, show the following: 


Loaded car-miles—1,415,499,000 for April and 1,388,181,000 for 
April, 1926; 5,657,942,000 for four months ended with April and 
5,519,351,000 for corresponding period of 1926. 

Empty car-miles—809,277,000 for April and 800,772,000 for April, 
1926; 3,342,511,000 for four months ended with April and 3,124,985,000 
for corresponding period of 1926. 

Net ton-miles—37,102,000,000 for April and 36,300,000,000 for April, 
1926; 155,394,000,000 for four months ended with April and 148,049,- 
000,000 for corresponding period of 1926. 

Average number locomotives on line—31,100 for April and 31,743 
for April, 1926; 31,280 for four months ended with April and 31,829 
for corresponding period of 1926. 

Average number freight cars on line—2,512,059 for April and 
2,516,600 for April, 1926; 2,514,295 for four months ended with April 
and 2,516,428 for corresponding period of 1926. 

Per cent unserviceable of total locomotives—16.9 for April and 
17.2 for April, 1926; 16.8 for four months ended with April and 
17.3 for corresponding period of 1926. 

Per cent unserviceable of total cars on line—5.6 for April and 
6.7 for April, 1926; 5.6 for four months ended with April and 6.7 for 
corresponding period of 1926. 

Car-miles per car-day—29.5 for April and 29 for April, 1926; 29.8 
a months ended with April and 28.6 for corresponding period 
o ‘ 


Net tons per loaded car—26.2 for April and 26.1 for April, 1926; 


27.5 for four months ended with April and 26.8 for corresponding 
period of 1926. 


CHARGE ON EMPTY FLAT CARS 


The question of the legality, under the tariffs, of charges 
of $945 assessed on seven empty flat cars by the Northern 
Pacific for a movement from Granite City, Idaho, to Vader, 
Wash., in May, 1925, was involved in the hearing on docket 
19419, Haffner, Thrall Car Company (Chicago) against the 
Northern Pacific, at Chicago, before Examiners Hill and Crowley, 
June 24. The facts, as offered by witnesses for the complain- 
ants, were that the cars were moved under load from the Ameri- 
ican Bridge Company at Gary to Granite City and then moved 
empty to Vader for delivery to the Longview, Portland & North- 
ern Railway, as part of an order for 25 cars placed by that 
company. The charge was assesseed at a rate of $135 per car, 
applicable for the movement on cars “new or newly acquired.” 
The complainant contended that they were in its ownership at 
the time of movement and that equalization mileage should 
have applied, as stipulated by the tariffs dealing with privately 
owned cars. He said the charge of $135 a car was assessed 
against the L. P. & N., which purchased the cars, and that, when 
the latter settled for the cars, that sum was deducted from the 
invoice price. 
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Defendant witnesses testified that the cars were not listed 
in the railway equipment register at the time of the movement. 
It was pointed out that the cars were loaded with Northern Pa. 
cific material, up to Granite City, and that, at the time they 
were loaded, the Northern Pacific had empty flat cars at the 
plant of the American Bridge Company to receive the materia] 
they carried. Defendants introduced correspondence to prove 
that the Haffner Thrall Car Company sent the invoices on the 
cars to the pirchasing company in advance of the movement 
involved, and in other ways attempted to establish that the cars, 
at the time of the movement, were owned by the L. P. & N. 
The testimony of the defendant was of a two-edged nature in 
that it attempted to establish that the ownership was new and 
that, therefore, the “newly acquired” charge properly applied, 
and, in the event that was not accomplished, to accomplish the 
same purpose through interpretation of the tariffs. 

Walter C. Haffner, vice-president and treasurer, Haffner 
Thrall Car Company, and W. S. Coyne, of.the Midwest Freight 
Bureau, testified for the complainant. The witnesses for the 
defendant were E. V. Hunt and J. E. Cooler, of the Northern 
Pacific. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended June 18 was esti- 
mated at 8,283,000 net tons by the Bureau of Mines of the De- 
partment of Commerce. This represented a decrease of 241,000 
tons compared with the output in the preceding week. Anthra- 
cite production the week ended June 18 was estimated at 
1,668,000 net tons. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended June 19 amounted to 1,184,798 net tons as com- 
pared with 1,243,300 tons for the preceding week. Anthracite 
shipped from Lake Erie ports the week ended June 19 amounted 
to 62,085 net tons as compared with 62,164 tons for the pre. 
ceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended June 4 were reported 
as follows: Bituminous, 1;988; anthracite, 3,491. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended June 18 totaled 413,713 net tons of which 242, 
140 tons were for New England delivery. At Charleston, S. C., 
5,810 tons of bituminous coal were dumped for export and 
bunker use. 


AIR MAIL SERVICE 


With the approval of President Coolidge and in agreement 
with Secretary of Commerce Herbert Hoover, Postmaster-Gen- 
eral New has announced the transfer of air mail field equipment 
and buildings on seven regular landing fields on the transcon- 
tinental air mail route to the municipalities where the fields are 
located. The cities involved are Cleveland, O., Chicago, IIl., 
Iowa City, Ia., North Platte, Neb., Cheyenne, Wyo., Salt Lake 
City and Elko, Nev. 

The action was taken in accordance with an act passed 
by the last session of Congress, providing for disposition of 
government air mail property upon the relinquishment of that 
service to private initiative. 

The western section of this route from Chicago to San 
Francisco will pass into the hands of the Boeing Airplane 
Company of Seattle on July 1 and the eastern section, New 
York to Chicago, to the National Air Transport, Inc., August 1. 
This will end the government’s operation of the air mail service 
except by contract with commercial flying companies. Under 
this system a network of air mail routes is operating daily 
and is gradually expanding. 


RAILROAD FUEL COSTS 


Coal and fuel oil consumed in road freight and passenger 
service by Class I roads, switching and terminal companies not 
included, in the four months ended with April cost $110,218,685, 
as compared with $110,311,709 for the corresponding period of 
1926, according to the monthly statement on fuel costs prepared 
from carrier reports by the bureau of statistics of the Com- 
mission. For April the total cost was $25,254,334, as compared 
with $26,022,365 for April, 1926. 

In the four months ended with April, 33,623,716 net tons of 
coal were consumed, as against 34,598,105 tons in the correspond- 
ing period of 1926. The average cost per ton was $2.68, as 
against $2.63 in the 1926 period. The total cost was $90,217,519, 
as against $90,968,394 in the 1926 period. 

In the four months ended with April, 675,196,665 gallons of 
fuel oil were consumed, as against 666,301,972 gallons in the 
corresponding period of 1926. The average cost per gallon was 
2.96 cents, as against 2.9 cents in the 1926 period. The total 
cost was $20,001,166, as against $19,343,315 in the 1926 period. 

In April, 7,693,102 net tons of coal were consumed, as against 
8,062,573 tons in April, 1926. The average cost per ton was 
$2.66, as against $2.64 in April, 1926. The total cost was $20,- 
466,820, as against $21,270,906 in April, 1926. 

In April, 164,624,567 gallons of fuel oil were consumed, as 
against 162,806,797 gallons in April, 1926. The average cost per 
gallon was 2.91 cents, as against 2.92 cents in April, 1926. The 
total cost was $4,787,514, as against $4,751,459 in April, 1926. 
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Digest of New Complaints 


od 


No. 18420. Sub. No. 1. Standard Battery Mfg. Co., Ft. Worth, Tex., 
vs. Kansas City Southern et al. + 

Unreasonable rates on pig lead and antimonial lead in straight 
or mixed carloads from Ontario, Okla., and on dry red lead and 
dry litharge from Joplin, Mo., to Fort Worth, Tex. Asks rates 
for future and reparation. 

No. 19310. Sub. No. 6. W. D. Hall, Atlanta, Ga., vs. M. K. T. of 
Texas et al. : 

Inapplicable and unreasonable rates on cottonseed shavings 
from Rotan, Tex., to Palmertown, Conn. Asks reparation. 

No. 19310. Sub. No. 7. W. D. Hall,, Atlanta, Ga., vs. Southern et al. 

Same complaint and prayer with respect to cottonseed shavings 
from Kershaw, S. C., to Palmertown, Conn. 

No. ‘ea + a 1. Joslyn Mfg. & Supply Co., Chicago, IIl., vs. 
C..@& ©, et al. 

Rates in violation of sections 1 and 3 of the act, on wooden 
telegraph and telephone brackets and insulator pins from Buch- 
anan and Charlottesville, Va., to Chicago and other points. Asks 
rates for future and reparation. 

No. 19359. Sub. No. 3. Cameron Automobile Co., Dallas, Tex., vs. St. 
Louis Southwestern of Texas. 

Rates and charges in violation of sections 1 and 6 of the act, 
on automobiles from Lansing, Mich., to Dallas, Tex., because of 
assessment of demurrage. Asks cease and desist order and rep- 
aration, 

No. 19359. Sub. No. 4. 
Southwestern et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on automobiles from Black Rock, N. Y., to Dallas, Tex. 

No. 19414. Sub. No. 2. Caruso, Rinella, Battaglia Co., Inc., Schenec- 
tady, N. Y., vs. Nozsfolk Southern et ‘al. 

Unreasonable, prejudicial and preferential rates on potatoes 
from points on Norfolk Southern to Syracuse, Albany and Sche- 
nectady, N. Y. Asks rates for future and reparation. 

No. 19516. Sub. No. 1. L. Jo Hall, Lowell, Ariz., vs. Santa Fe et al. 

Unreasonable rates on petroleum oils and products thereof from 
El Segundo, Calif., and points grouped therewith and/or taking 
the same rates to Lowell and Bisbee, Ariz. Asks rates for future 
and reparation. 

No. a W. J. Small et al., Neodesha, Kans., vs. Abilene & Southern 
et al. 

Rates in violation of sections 1 and 4 of the act, on hay from 
points in southeastern Kansas to points in Texas and Louisiana. 
Asks rates for future and reparation. 

No. 19627. Sub. No. 1. S. Bender Iron & Supply Co., Shreveport, La., 
va, © a. &_& FP. ot al. 

Rates in violation of sections 1 and 3 of the act, on pipe from 
various points in Oklahoma to Shreveport, La., and points in 
Arkansas. Asks reparation. 

No. = C, W. Zaring & Co., Jacksonville, Fla., vs. Pennsylvania 
et al. 

Charges in violation of first three sections of the act, on animal 
feed, n. o. i. b. n. (dehydrated apple pulp for dairy cattle), from 
Winchester, Va., to Jacksonville, Fla. Asks rates for future and 
reparation. 

No. 19714. United Paperboard Co., Inc., New York City, vs. Central 
Vermont et al. 

Rates in violation of first four sections of the act, on import 
woodpulp from New York City to Wabash, Ind. Asks rates for 
future and reparation. 

No. 19716. Shreveport Chamber of Commerce on behalf of Frank 
Grocery Co. et al., Shreveport, La., vs. Louisiana & Arkansas. 

Rates in violation of first three sections of the act, on grain, 
etc., transited at Shreveport, La., because of charge made by de- 
fendant of 5 cents per 100 pounds as a minimum balance, beyond 
the transit point. Asks cease and desist order and reparation. 


J. F. Reeves Co., Dallas, Tex., vs. St. Louis 


THE TRAFFIC WORLD 










Vol. XL, No. 1 





No. og. & eee Rinella Battaglia Co., Inc.., Schenectady, N. Y., vs, 
A. C. 

Unreasonable, prejudicial and preferential rates, charges, etc,, 
on potatoes from points near Norfolk, Va., to Troy, N. Y. Asks 
rates for future and reparation. 

No. 19718. The Adams Co., Deadwood, S. D., vs. C. & N. W. et al. 

Rates in violation of section 1 of the act, on salt from produc- 
ing points in Kansas and Michigan to Deadwood and Belle 
Fourche, S. D. Asks rates for future and reparation. 

No. 19719. Gage Baldwin Co., Duluth, Minn., vs. Northern Pacific, 

Illegal rate or charges on mixed vegetables from Los Angeles, 
Calif., to Duluth, Minn. Asks reparation. 

No. 19720. Campbell Dairy Products Co., Homer, Mich., vs. Erie et al, 

Charges in violation of sections 1 and 3 of the act, on cream 
from Homer, Mich., to Newark, N. J. Asks rates for future and 
reparation. 

No. 19721. Empire Floor & Wall Tile Co., Inc., New York, N. Y,, 
vs. B. & O. et al. 

Unreasonable rates on silica sand from Oregon, IIl., to Zanes- 
ville, O., and Metuchen, N. J. Asks rates for future and repara- 
tion. 


No. 19722. Gordon & Ferguson, St. Paul, Minn., vs. C. R. I. & P. 
Illegal rates or charges on gloves from Napa, Calif., to St. 
Paul, Minn. Asks reparation. 


No. 19723. Stein Potato Co.,~-Minneapolis, Minn., vs. M. St. P. & §. 
Ste. M. 
Illegal rate or charges on potatoes from Hazelridge, Manitoba, 
to Chicago, Ill. Asks reparation. 


No. 19724. McClain Sand Co., Point Marion, Pa., vs. 
et al. 

Rates in violation of first three sections ‘of the act, on sand 
and gravel from Morgantown, W. Va., to destinations in Penn- 
sylvania. Asks rates for future. 

No. 19725. Milne Lumber Co., St. Louis, Mo., vs. Detroit, Grand Haven 
& Milwaukee et al. 

Demurrage charges in violatoin of tariff and section 6 of the 
act, on lumber at Detroit, Mich. Asks reparation. 

No. 19726. T. B. Baker, doing business under name and style of 
Silica Mining Co., Nashville, Tenn., vs. N. C. & St. L. et al. 

Unreasonable and prejudicial rates on molding sand from 

Camden, Tenn., to Detroit and Pontiac, Mich. Asks rates for fu- 


Monongahela 


ture. 
No. B nag Grande Oil Co. et al., Los Angeles, Calif., vs. Santa 
fe et al. 


Unreasonable rates and charges on petroleum oils and products 
thereof from Los Angeles and other California points to points 
in Arizona. Asks reparation. 


No. Sy Consumers Plumbing Supply Co., Dallas, Tex., vs. B. & 0. 
et al. 
Unreasonable rates on plumbers’ goods, iron or steel, from Louis- 
ville, Ky., and Milwaukee, Wis., to points in Texas. Asks rates 
for future and reparation. 


No. 19729. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., vs. 
Norfolk Southearn et al. 

Rates and charges in violation of sections 1, 4 and 6 of the act, 
on sweet potatoes from West Alliance, N. C., to Lynchburg, Va. 
Asks rates for future and reparation. 

No. 19730. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. Charleston & Western Carolina et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the act, 
on lumber from Parksville, S. C., to Richmond, Va. Asks rates 
for future and reparation. 

No. 19731. Omar Leach, Roswell, N. M., vs. Santa Fe et al. 

Unreasonable charges on onions from Eagle Pass, 
Roswell, N. M. Asks reparation. 

No. 19732. American Fruit Co., Inc., et al., Rapid City, S. D., vs. 
Rapid City, Black Hills & Western et al. . 

Rates in violation of sections 1 and 3 of the act, on fruits, 
berries, grapes, vegetables and melons from points in Missouri, 
Arkansas, Texas, Louisiana (west of Mississippi River) and Okla- 
ae bo Rapid City and other South Dakota points. Asks rates 
or future. 


Tex., to 
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NOTE—Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


July 5—Portland, Ore.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, part 9, livestock western dis- 
trict rates. 
 - oY" em National Live Stock Assn. et al. vs. A. T. & S. F. 
y. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American National Live Stock Assn. et al. vs. A. T. & S. F. 


Ry. et al. 
4 I a City Live Stock Exchange et al. vs. A. T. & S. F. 
y. et al. 
16131—Healy & Company vs. A. T. & S. F. Ry. et al. 
19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
a er Livestock Shippers Traffic League vs. Gt. Nor. 
y. et al. 


19426—Clayton & Murnan et al. vs. 0. S. L. R. R. et al. 


19736—The Cudahy Packing Co. vs. O. S. L. R. R. et al. 
July 5—Atlantic City, N. J.—Examiner Mullen: 
9. Railway Mail Pay. 
and Esch: 


ter Orleans, La.—Examiners Mone 

1 Rate Structure Investigation, Part 8, Cottonseed, It Products 

d Related Articles. 

a ee Cotton Oil Refining Corp. vs. D. L. & W. R. R. 
et al. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 

I. % ‘Vegetable Oils and Related Articles in Official Classi- 
fication Territory. 

1. & S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 

14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 


15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. No. to 3, incl.)—Armstrong Packing Co. vs. 
A. & S. Ry. et al. “ 

eo et eee Association of Chicago Heights vs. B. & O. 

. R. et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 

— Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 
et al. 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 

18841—-Alabama Cottonseed Crushers’ Ass’n vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 


i yee Cottonseed Crushers’ Ass’n vs. C. R. IL & P. 
y. et al. 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 


19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169—California-Arizona Ginners’ and Crushers’ Ass’n et al. vs. 
Apache Ry. et al. 

a "naa Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et al. 


19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—-The Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 

ee Cottonseed Products Corp. vs. A. & N. 
et al. 


19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

19533—East St. Louis Cotton Oil Co. vs. Southern Pacific Co. et al. 

ba oer No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F. 
y. et al. 

17270 (and Sub. 1)—American Linseed Co. vs. N. Y. S. & W. R. R. 


et al. 
19642—Elberton Oil Mills vs. Virginia and C. S. et al. 


W. R. R. 
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Fr e e—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


Save Money by 


Storing in England 


HERES important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always There are more than 300 
L M S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an zrreductble minimum. 


The average L M S charge for handling, stowing 
and delivering out of store as required, is only 2/3 of a 
cent per 100 Ibs., inclusive. 


The L M S is the one British Railroad which serves with its 
own lines all major British Ports. LM S delivers right through 
to store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


The L M S New York Office 
offers every co-operation to help 
you solve the problem of dis- 
tribution in Britain. Address 
THOS. A. MOFFET, Freight 
Traffic Manager in America, 
ONE BROADWAY, NEW 
YORK. 









UAH 


HAN 
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July 6—Washington, D. C.—Director Mahaffie: 

Finance No. 6240—Application Chicago, Milwaukee, St. Paul & Pa- 
cific R. R. for authority to acquire and operate the lines of rail- 
road formerly owned and operated by the Chicago, Milwaukee & 
St. Paul Ry. Co. to issue securities, and assume certain obligations. 


July 7—Denver, Colo.—Commissioner Meyer and Examiners Mackley 
and Hall: 
* 47000—Rate Structure 
products. 
* 16294—State of Colorado and Public Utilities Commission of State of 
Colo. vs. Mo. Pac. et al. a 
17477—St. Joseph Grain Exchange et al. vs. A. & S. Ry. et al. 
17992 (and Sub. 1)—The Southern Kansas Millers Traffic Club et 
al. vs. A. & S. Ry. et al. 


Investigation, Part 7—Grain and_ grain 


** 


* 18203—American Maid Flour Mills et al. vs. A. & S. Ry. et al. 

* 19103—Merchants’ Exchange of St. Louis vs. A. & S. Ry. et al. 

* 19279—The Board of Trade of Cairo, Ill., vs. A. & L. M. Ry. et al. 

” bs 4 ane Sub. 1)—Atchison Board of Trade et al. vs. A. & 8. 
y. et al. 

* is ~ vc 1)—Southwestern Millers’ League vs. A. T. & S. F. 
y. et al. 


+ 


18782—-New Orleans Joint Traffic Bureau vs. A. & S. Ry. et al. 

* ie 9 aaa Moines Elevator & Grain Co. et al. vs. C. B. & Q. R. R. 
et al. 

18900—Des Moines Board of Trade et al. vs. K. C. C. C. & St. J. 
Ry. et al. 


* 16322—-Nebraska State Ry. Commission vs. A. T. & S. F. Ry. et al. 
* 16612—Superior Traffic Assn. vs. A. T. & S. F. Ry. et al. 
* 19453—Lucius P. Cook et al. vs. C. R. I. & P. Ry. et al. 
* — Grain Exchange vs. A. & S. Ry. et al. (further hear- 
ng). 
July 7—Washington, D. C.—Examiner Jewell: 
1 The McCormick Warehouse Co. vs. Penna. R. R. et al. 


July 7—Albuquerque, N. M.—Examiner Disque: 
19364—-Gilliland Oil Co. of New Mexico vs. A. T. & S. F. Ry. et al. 
July 7—Argument at Washington, D. C.: 
19017—-Inland Waterways Corp., operating Miss.-Warrior Service vs. 
. G. W. R. R. et al. 
19131—Zion Institutions & Industries et al. vs. Inland Waterways 
Corp., operating Miss.-Warrior Service et al. 
19132—Commercial Club of Fargo, N. D., vs. Inland Waterways 
Corp., operating Miss.-Warrior Service et al. 


July 8—Philadelphia, Pa.—Examiner McGrath: 
19416—Salem Glass Works vs. B. & M. R. R. et al. 


;— eee. D. C.—Examiner Carney: 
19573—The Baltimore Enamel & Novelty Co. vs. A. C. L. R. R. et al. 


July 8—Argument at Washington, D. C.: 

Pmanee No. 5791—Application of Reader R. R. for certificate of pub- 
lic convenience and necessity. 

Finance No. 5792—Applications of Reader R. R. for certificate of 
public convenience and necessity. J 

Finance No. 5955—Application of reorganization committee of securi- 
ty holders of Gainesville Midland Ry. et al. 

Finance No. 5967—Application of Gainesville Midland R. R. for cer- 
tificate of public convenience and necessity. 

Finance No. 5968—Application of Gainesville Midland R. R. for au- 
thority to issue securities. 

Finance No. 5969—Application of Seaboard Air Line Ry. for au- 
thority to assume liability. 

Finance No. 5970—Application of Seaboard Air Line Ry. for authority 
to acquire control of Gainesville Midland R. R. by purchase of 
capital stock. 


July 8—Washington, D. C.—FExaminer Boles: 

* Finance No. 6370—In the Matter of the Application of the Baltimore 
& Ohio R. R. for authority to issue and sell 632,425 shares of com- 
mon stock. 


es 10—Washington, D. C.—Examiner Macomber: 
al. Dkt. No. 966—In re tentative valuation of the properties of the 
Bennettsville and Cheraw Railroad Company 


July 11—Wichita, Kans.—Commissioner Meyer and Examiners Mackley 
and Hall: 

* 17000—Kate Structure 
products. 

* 16294—State of Colorado and Public Utilities Commission of State of 
Colo. vs. Mo. Pac. et al. 


Investigation, Part 7—Grain and _ grain 


* 17477—St. Joseph Grain Exchange et al. vs. A. & S. Ry. et al. 
* 17992 (and Sub. 1)—The Southern Kansas Millers Traffic Club et 
al. vs. A. & S. Ry. et_al. 
* 18203—American Maid Flour Mills et al. vs. A. & S. Ry. et al. 
* 19103—Merchants’ Exchange of St. Louis vs. A. & S. Ry. et al. 
* 19279—-The Board of Trade of Cairo, Ill, vs. A. & L. M. Ry. et al. 
* “— (and Sub. 1)—Atchison Board of Trade et al. vs. A. & S. 
y. et al. 
* 18669 = 9 tga 1)—Southwestern Millers’ League vs. A. T. & S. F. 
Ry. et al. 
* 18782—-New Orleans Joint Traffic Bureau vs. A. & S. Ry. et al. 
* — Moines Elevator & Grain Co. et al. vs. C. B. & Q. R. R. 
et al. 
* ex Moines Board of Trade et al. vs. K. C. C. C. & St. J. 
y. et al. 
* 16322—Nebraska State Ry. Commission vs. A. T. & S. F. Ry. et al. 
* 16612—Superior Traffic Assn. vs. A. T. & S. F. Ry. et al. 
19453—Lucius P. Cook et al. vs. C. R. I. & P. Ry. et al. 


— Grain Exchange vs. A. & S. Ry. et al. (further hear- 
ng). 
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~~" 11—Philadelphia, Pa.—Examiner McGrath: 
17329—American Distilling Co. vs. A. C. & Y. Ry. et al. 
19189—Publicker Commercial Alcohol Co. et al. vs. B. & O. RR 


et al. 
July 11—Washington, D. C.—Examiner Quimby: 
Valuation No. 443—In re tentative valuation of the property of the 
LaSalle & Bureau County R. R. 


July 11—Washington, D. C.—Examiner Macomber: 
Valuation No. In re tentative valuation of the property of the 
Texas City Terminal Co. 


July 11—Phoenix, Ariz.—Examiner Disque: 
17866—Apache Powder Co. vs. A. T. & S. F. Ry. et al. 
= 9 ie 1)—John F. Barker Produce Co. vs. A. T. & SF 
y. et al. 
es Oe ae Corporation Commission et al. vs. A. T. & S. BP 
y. et al. 


July 12—Washington, D. C.—Examiner Law: 
es y No. 3633—Excess Income of the Bessemer & Lake Erk 


July 12—Washington, D. C.—Examiner Carney: 
1. and S. No. 2897—Newsprint paper from points in Ontario and 
Quebec, Canada, to Nashville, Tenn. 


July 13—Argument at Washington, D. C.: 
* 19016—Modern Chemical Manufacturing Co., Inc., Dallas, Tex., ys, 
A. & S. Ry. et al. 

17837—City of Oswego, N. Y., vs. B. & O. R. R. et al. 
18216—National Leather Co. vs. A. T. & S. F. Ry. et al. 
18643—Armour & Co. et al. vs. A. T. & S. F. Ry. et al. 

July 14—Argument at Washington, D. C.: 
18514—Acme Coal Co. et al. vs. B. & O. R. R. et al. 
18672—Hoboken: Manufacturers’ R. R. vs. A. T. & S. F. Ry. et al. 


July 14—New York, N. Y.—Examiner McGrath: 
19304—-American Cyanamid Co. vs. Mich. Cent. R. R. et al. 


i ted York, N. Y.—Examiner McGrath: 
19577—Frank L. Young Co. vs. N. Y. N. H. & H. R. R. et al. 


July 15—Argument at Washington, D. C.: 
1 ‘Williamson, Inman & Stribling vs. L. & N. R. R. et al. 
16527—Augusta Cotton Exchange et al. vs. Ga. & Fla. Ry. et al. 
16572 (and Sub. Nos. 1 and 2)—Weatherford, Crump & Co. vs. A. 
& R. R. R. et al. 
16900—Atlantic Cotton Assn. et al. vs. A. C. & Y. Ry. et al. 
Portions of Fourth Section Application Nos. 542, 972, 1024, 703, 
1530, 3918, 2025, 2138, 1952, 458, 601, 1548, 1021, 1573 and 2045. 
July 15—Los Angeles, Calif.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, part 9, livestock western dis- 
trict rates. 
= National Live Stock Assn. et al. vs. A. T. & S. F. 
y. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American National Live Stock Assn. et al. vs. A. T. & S. F. 
Ry. e 


t al. 
16113—Oklahoma City Live Stock Exchange et al. vs. A. T. & S.F. 


Ry. et al. 
16131—Healy & Company vs. A. T. & S. F. Ry. et al. 
19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
Pe ieee Livestock Shippers Traffic League vs. Gt. Nor. 
Ry. et al. 
19426—Clayton & Murnan et al. vs. 0. S. L. R. R. et al. 
19736—The Cudahy Packing Co. vs. O. S. L. R. R. et al. 


July 18—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6224—Application of Clinton & Oklahoma Western R. 
R. for authority to construct an extension of its line from Chey- 
enne, Okla., to Pampa, Tex. 

July 18—Washington, D. C.—Examiner Hurley: 

* 1. & S. 2941—Asphalt and Petroleum Road Oil from South Pacific 
Coast Territory and Intermediate Points to Kansas City and 
St. Louis, Mo., Transcontinental. 


July 18—New York, N. Y.—Examiner McGrath: 
19638_—Hudson Bag Co., Inc., vs. N. Y. N. H. & H. R. R. et al. 
19586—J. H. R. Products Co. vs. B. & O. R. R. et al. 


July 18—Argument at Washington, D. C.: 
18738—North Dakota Mill & Elevator Assn. et al. vs. Nor. Pac. Ry. 
18773—Manufacturers’ Traffic Bureau for the Compound and Pyrono 

Door Co. vs. B. & O. R. R. et al. 

18844—Aluminum Co. of America vs. A. T. & S. F. Ry. et al. 

July 18—Los Angeles, Calif.—Examiner Disque: 
18861—Los Angeles Soap Co. vs. A. T. & S. F. Ry. et al. 
19263—Taylor Milling Co. et al. vs. A. T. & S. F. Ry. et al. 

July 19—Bessemer, Mich.—Michigan Commission: 

* Finance 6193—Joint Application of Mineral Range R. R.-and Han- 
cock & Calumet R. R. for authority to abondon that portion of 
the main line of the latter company between Calumet and Kear- 
sarge, Mich. 


* Finance 6194—Application of Duluth, South Shore & Atlantic Ry. 


for authority to abandon its Bessemer Branch. 
July 19—New York, N. Y.—Examiner McGrath: 


19630—Hilgartner Marble Co. of Baltimore City vs. B. & O. R. R. 


et al. 
a OME ey at Washington, D. C.: 


61—Mitchell Chamber of Commerce vs. C. M. & St. P. Ry. et al. 


18586—-National Tube Co. vs. A. T. & S. F. Ry. et al. 
18621—Wheeler Publishing Co. et al. vs. A. T. & S. F. Ry. et al. 
18911—The Edgerton Manufacturing Co. vs. A. & R. R. R. et al. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 


AND COMMERCE EXPERTS AND SPECIALISTS 





Traffic Service LEWIS H. RUBIN 


THOMAS E. GRADY & CO., INC. 


Industrial Traffic Managers 
and Counselors 
SAVANNAH, GA. 
WEST PALM BEACH, FLA. 
TAMPA, FLA. 


MIAMI, FLA. 
ATLANTA, GA. 


RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
150 Nassau St., NEW YORK, N.Y. 


LEO C. SEFF 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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American Chain of Warehouses, Inc. 


ALBANY, N. Y.—Albany Terminal & Seourity 
Warehouse Co., | Dean St 


ASHEVILLE, N. C.—Allport Transfer Co., 44 
Valley St. 


ATLANTA, GA.—Merchants & Manufacturers 
Warehouse Co., 169 Haynes St. 


AUGUSTA, GA.—The Hollingsworth Warehouses 
556 Walker St. 

BANGOR, ME.—MeLaughlin Warehouse Co., 45 
Front St. 

BIRMINGHAM, ALA.—Warrant Warehouse Co., 
3500 Avenue “‘A,”’ 


BUFFALO, WN. Y.—Buffalo Storage & Carting 
Co., 350 Senesa St. 


CHARLESTON, 8S, C.—Charieston Warehouse & 
Forwarding Co., 16 Hasell St. 


CHARLOTTE, N. C.—Carolina Transfer & Stor- 
age Co., 1130 W. Morehead Street. 


CHATTANGOGA, TENN. — Chattanooga Ware- 
house & Cold Storage Co., 1208 King St 


CHICAGO, ILL.—Midland Warehouse & Transfer 
Co., 15th St. and Western Ave. 


CreegeBATS. OHIO—The Wallace 
Forward! St. 


ng Coe., 222 E. Front 


Ley ean, OHIO—The | Sones Storage Co., 
Orange Avenue Terminal 


ney oo C.—Columbia 
Ce, P. 0. Box 9869 


COLUMBUS, + hiro Merchandise Storage 


BALL A, finned gg Dallas Tony & Ter- 
minal Warehouse Co., Santa Fe Bidg. 


DAVENPORT, (ows ern & Richter Express 
& Storage Co., 320 E. 4th St. 


DAYTON, OHIO—The Union Storage Co., 10! 
Bainbridge st. 

DENVER, COLO.—Weicker Transfer 
Ce., 1700 15th St. 


DES MOINES, !0WA—Merchants Transfer & 
Storage Co., Sth & Mulberry Sts. 


EL nag. TEXAS—E! Paso Firepreof Storage 
Co., 1125 Texas St. 

ELMIRA, N. Y.—A. C. Rice Storage Corpora- 
tion, 607 Railroad Ave. 

EVANSVILLE, IND.—Terminal Warehouse Co., 
815 Main 

FARGO, WN. OO. > oe Transfer Co., 806 
Northern Pasifie A 

FORT DODGE, 19WABrady 7 Transfer & Stor- 

age Co., i6th & Central A 

vex. WAYNE, IND. pp notonny Storage 
house Co., 414 E. Columbia. 

GALVESTON, TEXAS—Wiley & Nicholle Co., 
inc., 508 35th St. 


Transter & 


Brokerage & 


& Storage 


Ware- 


GRAND RAPIDS, MICH.—Kent Storage Co., 
59 Frent Ave 

wAnnieeuee. PA. — Montgom . 
South st gomery & Co, 25 


HARTFORD, ” geen. — Hartford Despateh & 


jouse Co., 249 Asylum St. 

Houston, 7 | agg +g Texas Warehouse Co., 
ae gg yy Sales & Storage 
wr ee ge Warehouse Co., 


JACKSONVILLE, FLA.—Union Terminal Ware- 
house Ce., E. Union & lonla Sts. 


ESTABLISHED 1918 


-MENMBERS-— 


KANSAS CITY. MO.—Adams Transfer & Stor- 
age Co., 228 West 4th St. 

LEXINGTON, KY.—Union Transfer & Storage 
Co., Spring & Vine Sts. 

LITTLE ROCK, ARK.—Terminal Warehouse Co., 
812 E. 2nd St. 


SHIPPERS 


Chain Warehouses 
offer your Sales and 
Traffic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 


American Chain of 
Warehouses serve all 
territories. 


Call upon our nearest 
Representative for further 
information regarding 
facilities in any city. 


Les. ares. £8, CALIF.,—Unlon Terminal Ware- 
ouse Co., 73) Terminal St. 
m...4 KY.—Leulsvilie Pubile Warehouse 
Ce, B & Maia Sts. 
vA = — Lynchburg Storage Co., 


MEMPHIS, TENN. p- Transfer Co., 24 
North 2nd St. 


ate og 


es, WIS.—Hansen Storage Ceo., 120 
MINNEAPOLIG. MINN. — Security Warehouse 
Co,, 334 N ist St. 


MOBILE, ALA. po hab Warehouse Co., Water 
& Lipscombe Sts. 


NASHVILLE, TENN.—E. M. Bond Fireproof 
Storage Co., 1609 Broadway. 


NEW ORLEANS, LA.—United Warehouse Co., 
Ltd., 815 South Front St. 


NEW YORK CITY—F. C. Linde Co., 23 Varick 
Street. 


CITY, OKLA.—O. K. Transfer & 
Storage Ce., 330 West Ist St. 


OMAHA, "aan clini Omaha Van & Storace. 
806 South (6th St. 


ORLANDO, FLA.—Orlando Storage Company, 
West Jefferson St. and Railroad. 


PEORIA, ILL.—Federal Warehouse Co., 
South Adams St. 


PETERSBURG, VA.—Southern Bonded Ware- 
house Corp., 22 South Market St. 


PHILADELPHIA, PA. — Merehants Warehouse 
Co., 10 Chestnut St. - 


PORTLAND, 
Co., 30 Co 


800 


MAINE—Galt Block Warehouse 

mmerolal St. 

PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 


PUEBLO, COLO.—Burch Warehouse & Transfer 
Company, Ine., 200 South Santa Fe Ave. 


RALEIGH, WN. C.—Carolina Storage & Dis- 
tributing Ce., 108 W. Lane St, 


ROCHESTER, N. Y.—Blanechard Storage Co., 
ne., Broad Street at Oak. 


ROCK aes. ILL. 7 ee Island Transfer & 
Storage Co., 101 !7th S$ 


SAN rare ey en 
house Co., 60 Callfornia St. 


rr GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 


SCRANTON, iT Quackenbush Warehouse 
Co., 24 Bridge St. 


SEATTLE, WASH.—Eyres ee & Distribu- 
ting Co., 301 Ry. Ave. 


SHREVEPORT, LA. aha hae Transfer & Ware- 
house Company, eorner Spring and Vine Sts. 


SIOUX CITY, 1OWA—Bekins Van & Storage 
Co., 114 Riverside Ave. 


ST. LOUIS, MO.—MoPheoters 
1104 North Levee. 


ST. PAUL, MINN.—Seeurity Warehouse Co. 
ST. PETERSBURG, FLA.—Southern Transfer & 
Storage Ce. 


Haslett Ware- 


Warehouse Co.. 


SYRACUSE, N. Y.—Great Northern Warehouses, 
Inc., 350 West Fayette Street. 


TEXARKANA, ARK.—Hunter Transfer Co., 319 
€. Front St. 


TOLEDO, OHI0—Depenthal Truck & Storage 
Co., 108 Summit St. 


UTICA, N. Y.—Seneca Warehouse Company. 


VANCOUVER, 8B. C.—Vaneouver Warehouses, 
Ltd., 550 Beatty St. 

WASHINGTON, D. C.—Morehants Transfer & 
Storage Co., 920 E St. N. W. 

WHEELING, W. VA. — Union Jiri & 
Storage Co., Main, South & 1! 

KAN.—Brokers Office 7 Warehouse 

No. Roek Island Ave. 


WICHITA PALA. TEX.—Tarry-Martin Transfer, 
Sterage & Forwarding Co., 1507 Lamar St. 

WILMINGTON, N. C.—W. B. Thorpe & Co.. 
inc., Water & Ann Sts. 


WINNIPEG, CANADA—Tyson’s 
James Street. 


WORCESTER, MASS.—Bowler Storage & Sales 
Co., 81 Lafayette Street. 


win, 
Co., I 


Storage, 126 


STORAGE - MERCHANDISE - DISTRIBUTION 


Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


O. V. HUKILL, Eastern Representative 


260 West Broadway 
Phone Walker 7195 


New York City 


W. H. EDDY, Western Representative 


53 West Jackson Blvd., Room 1010 


Phone Harrison 1496 


Chicago, IIl. 


SN 
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LAKE LOUISE 


SWIMMING POOL 


1927 Season 


A SULKAN TRAIL 


IMPROVED 
SERVICE 


Through Train -- Chicago 


ST. PAUL, MINNEAPOLIS to VANCOUVER 
Via SOO LINE and CANADIAN PACIFIC RY. 


Effective June 5th, 1927 
June 9th from Vancouver 


VICTORIA GLACIER 


NEAR LAKE LOUISE 


MOUNTED POLICE 


‘To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
company same to Canadian port of 
entry. 


EDMONTON g 


SAULT SAINTE MARIE 


AN, 
‘SMe, 
BESSEMER : 


VANCOUVER 


MENOMINEE 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


AGENCIES 


MANITOWOC 


MILWAUKEE 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iroquois 


Bldg. 
a fll., 707 Standard Trust 


Chippewa Falls, Wis. 
Cincinnati, O., 709 Traction Bld, 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 311 Transportation Bldg. 
Duluth, Minn., 320 West Superior St. 


Grand Rapids, Mich., 414 Lindquist Bldg. 


Indianapolis, Ind., 430. Merch. Bank Bldg. 


ROUTE YOUR FREIGHT - 


Kansas City, Mo., 738 Railway Ex. Bldg. 

Los Angeles, Cal., 530 Van Nuys Bldg. 

Memphis, Tenn., Porter Bldg. 

Milwaukee, Wis., 68 East Wisconsin Ave. 

Minneapolis, Minn., Soo Line Bldg., 5th St. and 
Marquette Ave. 4 

Neenah, Wis. 

New York, N. Y., Woolworth Bldg. 

Omaha, Neb., 725-26 W. O. W. Bldg. 

Passaic, N. J., 250 Bloomfield Ave. 

Philadelphia, Pa., Cross Bldg., Locust St. at 15th 

Pittsburgh, Pa., 2041 Oliver Bldg. 


Portland, Ore., 8rd and Pine Sts. ICAGO 
St. Louis, Mo., 2050 Railway Exch. Blige 
St. Paul, Minn., 1112 Merchants 
Nat’l Bank Bldg. 
San Francisco, Cal., 675 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bidg. 
Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Superior, Wis. 
Tacoma, Wash., 1118 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 
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BOSTON 
BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 

Adequate, modern dockage facilities, direct 
rail -connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship — no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 

for lumber, pig iron and 

similar bulk cargoes. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

ishop, General Supt. ; 


cluding the Great Lakes steamers 
Barge 


and N. Y. Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities. 


PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 
G. M. Richardson, Gen. Mgr. and 


Treasurer 
10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 






THE TRAFFIC WORLD 


The Chain of Tidewater Terminals 


Allied Inland 


Warehouses 


NEW YORK 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 

Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 
No long trucking—No piling—Maxi- 
mum dispatch. Seeee storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 

age and handling charges. 


PHILADELPHIA 
MERCHANTS WAREHOUSE CO., 


10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
C. L. shipments. Low insurance. 
Liberal advances on stored goods. 


NORFOLK TIDEWATER 
TERMINALS, INC. 
J. A. Moore, Manager, 


Norfolk, Va. 

Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 
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: e The above means great money saving to you. Read carefully—then direct 
S h ipp ers: your freight to be delivered to these splendid terminals, and warehouses. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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FACTORY LOCATIONS 


FACTORY BUILDINGS 
FACTORY LOFTS 


We Can Furnish Your Requirements 
for a Factory 


Manufacturing and warehouse facilities 
offered in New Jersey will lower your 
taxes and other overhead costs, which 
means increased profits. Low insur- 
ance rates, low rents and modern build- 
ings. Direct water and rail connections 
which eliminate trucking for C.L. or 
L.C.L. freight. Good labor market and 
other economic advantages..- 


Write Us for Further Information 


BAYWAY TERMINAL 


25 Church Street New York City 





Merchants Bank Bldg. 
Railway Exchange Bldg 


® INDIANAPOLIS 
® KANSAS CITY 


de Gomez 


Majestic Bldg. 
@ HAVANA 
Manzana 


® DETROIT 


Hippodrome Bldg. 
Boston Bldg. 


@ CLEVELAND 
@® DENVER 


Southern Pacific Bldg. 
DEPT., 33 West Jackson 


@ CHICAGO—FREIGHT DEPT. 
@® CHICAGO—PASSENGER 


Ellicott Square Bldg. 


@® CINCINNATI 
Dixie Terminal 


@® BUFFALO 


Woodward Bldg. 
Old South Bldg. 


® BIRMINGHAM 
@ BOSTON 


Union Trust Bldg. 


Healey Bldg. 


@ BALTIMORE 
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PACIFIC LINES SOUTHERN 





THE SUGAR BOWL COMES BACK 


(The famous “Sugar Bowl’ 


in Louisiana lies West of the 


Mississippi and is traversed by the Atchafalaya and Bayou Teche) 


HE Sugar Bowl is coming back. Rapidly receding flood waters will 


soon free the entire district. 


Damage is much less than originally 


feared. There was almost no loss of the new P. O. J. variety of seed 
cane on which the sugar industry bases hopes of complete restoration ; 
there will be a sufficient supply of this variety, yielding a large tonnage 


and high sugar content, to plant the entire cane acreage next season. It 


is hoped that within two years Louisiana will be producing more sugar 


than ever in its history. 


Our Line Kept Open Throughout the Inundation 


HEN the Mississippi flood waters 
broke into the Atchafalaya, Southern 
Pacific, by rapid mobilization of forces and 
emergency expenditure of three-quarters of 
a million dollars, kept its line open and 
trains on time for the traveling and ship- 
ping public, for rush movement of supplies 
to flood sufferers and for the accommoda- 
tion of the traffic of other railroads whose 
routes were broken by the inundation. 
Relief supplies were handled in both 
freight and passenger service entirely free 
of charge, and the freight and passenger 
trains of other lines were detoured over 
Southern Pacific rails on authorized detour 
basis, which is but a small fraction of what 
the company would earn had the traffic 
been billed via its line at regular commer- 
cial rates—the basis on which charges are 
collected by the lines thus accommodated. 
That is to say, detouring line does not profit 
from the misfortunes of its neighbors, but 
detours the traffic at bare out of pocket ex- 


pense, although such traffic congests its own 
line and interferes with the movement of 
its own business. 

Southern Pacific, by enormous expendi- 
ture, through many years in preparing for 
just such emergencies, and by its ability to 
promptly mobilize a large and _ efficient 
force, and by authorizing emergency ex- 
penditure without limit, raised about twenty 
miles of its line from two to three feet in 
the short time available between the break 
in the levee and the coming of the flood. By 
these emergency measures it kept open the 
only Mississippi River crossing south of 
Memphis, which, had it been closed, would 
have immeasurably increased the propor- 
tions of the flood disaster. 

What was done was not for profit and 
we have not profited. The measures taken 
to meet the emergency were enormously ex- 
pensive, but they were effective, and the 
knowledge of duty performed is our rec- 
ompense. 


Write, telegraph or phone 
® ‘“‘General Agent, Southern Pacific Lines’’ @ 
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